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FOR AUTOMOBILES 


This photograph shows the type of equipment used 


by American- Hawaiian in discharging a shipment of 


10,000 wire wheels for automobiles, loaded at New York 
and discharged at Oakland. 


The handling of these wheels requires extreme care. 
They must not be strained or twisted out of alignment. 
And they must not be either dented or scratched. 


The equipment in use is especially designed for this 
cargo. The tray sling is carefully chocked and braced so 
that each wheel is held upright. 


Based on the carriage of 10,000 different commodities 
—including radios, pianos, glassware, electric light globes, 
scientific instruments and other delicate cargo—American- 
Hawaiian’s loss and damage claims in 1933 were only 
37/10 cents a ton! 


SUPERIOR COAST-TO-COAST SERVICE 


AMERICAN-HAWAIIAN STEAMSHIP CO. 





Careful Handling Doesn't Just 





HIKE WHEELS 
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Customers will 
continue to insist on 
quick deliveries 


Obviously as long as they keep their 
stocks low they must have quick service. 
It is up to you to take advantage of the 
quickest and most dependable way to 
your customer's doors. 


Many of your good markets lie in the 
vast Southwestern Territory. Over thir- 
teen thousand miles of Santa Fe track— 
most of it double—spider-web that area 
between the Mississippi and the Pacific 
Coast. Use the Santa Fe to serve your 
customers there. This great system has 
grown within a man's lifetime on a repu- 
tation—carefully guarded—for depend- 
able service. 


When shorter schedules are possible 
Santa Fe shortens them, but always de- 
pendability comes first. You can save 
time and depend upon it—when you 
ship— 


Via 


SANTA FE 


One Line—On Time—Alll the Way 
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FOR PROMPT SERVICE CONSULT THE...... 


GREAT NORTHERN 


FREIGHT REPRESENTATIVE IN YOUR CITY. HE WILL 
GLADLY HELP YOU SOLVE SHIPPING PROBLEMS 


Between ST. PAUL, MINNEAPOLIS, DULUTH, WINNIPEG, PORTLAND, 
SEATTLE, TACOMA, SPOKANE, KLAMATH FALLS, SACRAMENTO, 
OAKLAND, SAN FRANCISCO, VANCOUVER and VICTORIA, B. C., 


and intermediate points. 


BELLINGHAM, WASH. 


Cc. D. Thompson 
District Traffic Agent 
212 Kulshan Bidg. 


BILLINGS, MONT. 


D. C. Bates 
General Agent 
311 Electric Bidg. 


BOSTON, MASS. 


Charles H. Walker 
General Agent 
Shop 3, Little Bldg. 


BUTTE, MONT. 


W. L. Rooth 
General Agent 
513 Metals Bank Bldg. 


CHICAGO, ILL. 


T. J. Shea 
Assist. Gen. Freight Agent 
105 W. Adams St., Room 620 


CINCINNATI, O. 


J. H. Brinkman 
General Agent 
608 Traction Bidg. 


CLEVELAND, O. 


F. P. Engel 
General Agent 
508 Hip me Bldg. 


DALLAS, TEX. 


1. H. Turner 
Southwestern Frt. & 
Pass. Agt 

1004 S. W. Life Bldg. 


DENVER, COLO. 
A. M. Brandevik 
Trav. Freight Agent 
905——17th St. 


DES MOINES, IA. 


A. J. wey es 
Traveling Freight Agent 
305 Equitable Bids” 


DETROIT, MICH. 


H. G. Schuette 
General Agent 
Transportation Bldg. 





DULUTH-SUPERIOR 


W. J. Power 
Asst. Gen’! Freight Agent 
307 Alworth Bldg. 


EVERETT, WASH. 
J. F. Boettner 


General A 
G. N. Station 


FARGO, N. D. 


E. C. Warren 
General ent 
702 Black Bldg. 


GRAND FORKS, N. D. 


M. H. Greenleaf 
Division Freight Agent 


"a FALLS, MONT. 
. F. Kelly 


eh 
802 First ae 1 Bank Bldg. 


HELENA, MONT. 


S. A. Garrity 
General Agent 
Placer Hotel Bldg. 


KANSAS CITY, MO. 


L. C. Hodkins 
Genl. Agent, Freight Dept. 
544 Railway Exchange Bidg. 


KLAMATH FALLS, ORE. 


C. N. Christopherson 
General A 


G. N. Station 


LEWISTOWN, MONT. 


T. J. Bolin 
Traveling Frt. & Pass. Agent 


LOS ANGELES, CAL. 


W. E. McCormick 
General nt 
605 Central Bidg. 


MILWAUKEE, WIS. 


Benj. C. Culbertson 
General Agent 
502 Majestic Bldg. 


MINNEAPOLIS, MINN. 


S. A. Volkman 
Asst. General Freight Agent 
621 Met. Life Bldg. 


MINOT, N. D. 


R. F. Mills 
General Agent 


NELSON, B. C. 


E. L. Buchanan 
City Freight and Pass. Agt. 
321 Baker St. 


NEW YORK, N. Y. 


Joseph A. Werne 
General Agent, Frt. Dept 
233 Broadway 


OAKLAND, CAL. 


G. A. Sorrell 
General A, 
620 Centr Bank Bldg. 


PHILADELPHIA, PA. 


W. F. Doane 
General Agent 
504 Finance Bldg. 


PITTSBURGH, PA. 
P. H. Yorke 


a i A 
W. Oliver Bldg. 


PORTLAND, ORE. 


W. E. Hunt 
Asst. Gen. Freight Agent 
201 Morgan Bl ide. 


SACRAMENTO, CAL. 


George R. Lally 
General Agent 
225 Forum Bldg. 


ST. LOUIS, MO. 


J. M. Sanford 
General Agent 
520 Boatmen’s Bank Bldg. 


ST. PAUL, MINN. 


G. A. Blanchard 
Gen. Agent, Freight Dept. 
4th and Jackson St 





SAN FRANCISCO, CAL. 
C. A. Gerken 
Gen. Agent, Frt. Dept. 
707 Monadnock Bidg. 
SEATTLE, WASH. 
H. W. Costigan 


General N Bide. Freight Dept. 


201 G. 


SIOUX CITY, IA. 
P. J. Donohue 


General Agent 
403 Commerce Bldg. 


SIOUX FALLS, S. D. 


Chas. Vogel 
General Agent 
503 E. 8th St. 


SPOKANE, WASH. 


J. M. Doyle 
General Agent 
814 Old National Bank Bidg 


TACOMA, WASH. 
M. J. Seabrook 


General Agent 
116 South Ninth St 


TORONTO, ONT. 


H. E. Watkins 
General Agent 
507 Royal Bank Bldg. 


VANCOUVER, B. C. 


A. H. Hebb 
General Agent 
683 Granville St. 


VICTORIA, B. C. 


Harry Clark 
Agent 
916 Government St. 


WENATCHEE, WASH. 
J.C. Maher 
General Agent 
203 Wenatchee Savings and 
Loan Bank 


WINNIPEG, MAN. 
W. T. Hetherington 
Diet. Frt. & Pass. Agt. 
414 Main St. 


mmemaresenmemmms —(61//0 of the amos —— 


EMPIRE BUILDER 


AIR-CONDITIONED DINING AND OBSERVATION CARS 
TO GLACIER PARK...PACIFIC NORTHWEST ...CALIFORNIA...ALASKA 


P. B. Beidelman A. J. Dickinsor 
Freight Trafhe Mgr. Passenger Tra fie Mir 
St. Paul, Minn. St. Paul, Minn. 





P. H. Burnham 
Western Trafic Mgr. 
Seattle, Wash. Seattle, Was: 


Cc. W. Meldrum 


Asst. Gen. Passenger Agent 


Cc. F. O'Hara H. G. Dow 
Asst. Gen. Passenger Eastern Traffic Mgr. 
and Freight Agent 233 oy? 

Helena, Ment. New York City, Y 


T. J. Shea B. S. Merritt 
Asst. Gen. Freight Agent General Freight A 
105 W. Adams St., R.620 709 Monadnock Bi 

Chicago, itl, San Francisco, Cal 
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Full Sail Ahead / 


@ During the last two years many business enterprises 
have been in the doldrums. Others have sailed steadily 
onward. The economical handling and storing of mer- 
chandise is enabling many manufacturers to overcome 
competition. Goods stored in the great centers of popu- 
lation for immediate delivery is a necessity to meet 
present day conditions. Negotiable receipts which we 
issue are accepted by financial institutions as first class 
collateral. Our facilities will provide “Full Sail Ahead” 
for your business. Write for details. 


























Atlantic Tidewater Terminals 
George W. Green, Vice-Pres. and Gen. Mgr 
17 State Street, New York City 


Keystone Warehouse Company \ 

W. J. Bishop, General Superintendent 

Seneca and Hamburg Streets, Buffalo, N. Y. As 

Norfolk Tidewater Terminals 

. J. A oore, Manager 

Norfolk, Va 

YW 
>» 
\w 





Boston Tidewater Terminal, Inc. 
L. J. Coughlin, General Manager 
666 Summer Street, Boston, Mass. 


Philadelphia Tidewater Terminal 
George M. Richardson, Gen. Mgr. and Treas. 
10 Chestnut Street, Philadelphia, Pa. 


Merchants’ Warehouse Company 
Malcolm A. Buckey, Assistant Treasurer 
10 Chestnut Street, Philadelphia 
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4 The BAIN TIDEWATER TERMINALS 
ZS. and ALLIED INAND WAREHOUSES ~~ o 


HARVEY C. MILLER President 

W.B.MCKINNEY Secretary & Treasurer 

BROAD STREET STATION BUILDING 
PHILADELPHIA, 
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FAST DEPENDABLE 
FREIGHT SERVICE 
Through 
MISSOURI 
KANSAS 
OKLAHOMA 

TEXAS 





CHICAGO 


The Katy Komet 


FAST, OVERNIGHT INTER-CITY 
FREIGHT SERVICE FOR TEXAS 


Sa 7 
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maximum in Frei 


and Deluxe 
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DINING CARS 
LOUNGE CARS 
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A great aviator drives his plane through night and storm for the 


RE TEMES Bes Oa 


sake of a stricken child, as a nation follows his gallant flight with 





¥ breathless interest. With such acts the drama of speed reaches 
; its heights; but night and day our railroads are steadily playing 
their part in serving the varied needs of humanity with fast, safe 


and dependable transportation. 


ROUTE YOUR SHIPMENTS 
VIA 


G. M. & N.R. R. 


| GULF. MOBILE... NORTHERN 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





SELLING TRANSPORTATION 
E finished last week a series of six articles by 
Charles E. Parks on the subject of selling railroad 
transportation; next week we shall begin a new series 
of three articles by the same author on “Railroad Custom 
ers and Prospects”—a continuation, for all practical 
purposes, of the former series. 

We have had so many inquiries with respect to the 
identity of Mr. Parks that we here give a little more in- 
formation about him than has before been published. He 
has had practical experience in the freight claim, oper- 
ating, and accounting departments of railroads; he was 
assistant and later managing editor of the Santa Fe 
Magazine, associate editor of the Railway Review, and 
for ten years director of transportation courses at La 
Salle Extension University; for two years he was owner 
and publisher of the Railway and Public Utility Account- 
ant and the Accounting Age; he has written extensively 
on railroad subjects for railway publications and on 
many subjects, both editorially and technically; he does 
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not pretend to be a practical expert in solicitation, but 
merely to have a broad knowledge of his subject and to 
have put together intelligently and helpfully the results 
of a survey in which he talked with hundreds of railroad 
traffic officers, freight solicitors, and industrial traffic 
men. He has done this work in preparation for the pub 
lication of a manual or text book on solicitation and we 
know that he has impressed many railroad executives 
with the value of his work and his qualifications to do it. 


THE WORM TURNS 


HE railroads are to be congratulated on their de 
peor which the timid statement they gave out at 
Atlantic City did its best to conceal—to contest the va 
lidity of the railroad pension act—congratulated not 
only because the course they have decided to follow is 
wise, but because it marks the turning of the worm; too 
long have the railroads taken “lying down” the things 
that presidents and congresses have done to them and 
granted the things demanded of them without getting or 
even asking anything in return; now, it seems, they in 
tend to fight—and it is about time. 

To the lay mind and apparently also to the legal 
mind, the railroad pension act is unconstitutional. Ap 
plied to the railroads and not to other business it is class 
legislation; the only imaginable reason for thinking it 
could be applied to the railroads and not to other business 
is that Congress, under the Constitution, has control of 
interstate commerce. It has exercised this control with re 
spect to the railroads, though not with respect to other 
forms of transportation. But its control is limited to 
interstate commerce and does not include all the ac 
tivities of any agency of such commerce. For instance, it 
cannot decide the kind of uniforms trainmen shall wear, 
when railroad presidents shall don evening clothes, or 
the church or social affiliations of railroad men. Neither, 
we believe, can it compel the railroads to pension em 
ployes in the manner prescribed in the pension act, or in 
any other manner. If there is such a right it must apply 
to all business alike and then—if that is held to be good 
public policy and enforceable under the Constitution—the 
charity fund must be exacted from the public at large 
and not from the employers of the men whose old age 
is to be made comfortable or who are to be removed to 
give younger men an opportunity. Charity is a noble 
thing and poverty in old age is sad, but the one cannot 
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be compelled or the other prevented by law, we believe, 
or, if they can be, then the end must be accomplished by 
taxation of the public as a whole. To say by law that a 
railroad must retire a man at the age of sixty-five—or 
any other age—and pay him thereafter for work he does 
not perform is, in our opinion, to utter nothing less than 
idiocy, however much it is to be desired that railroads 
and other enterprises set up their own pension systems 

as most large organizations do—and see to it that men 
retiring on account of old age or by reason of physical 
disability after long and faithful service, are protected 
from want. We tried to make men sober by law and we 
failed so utterly that the attempt was finally given up; 
now we are trying by law to make them prosperous and 
happy with nothing to be feared from old age; that at- 
tempt is more foolish than the experiment in prohibition, 
and it also will fail. The attempt to perform this opera- 
tion on the railroads is the more unjust in that it is ap- 
plied to no other business and particularly in that it is 
not applied to their competitors in the transportation 
business, thereby increasing the unfair handicap under 
which they labor. 

As to the plan being considered by the railroads to 
seek an advance in transportation rates in order to get 
the money with which to meet the additional expense im- 
posed by the pension act, the increase in wages, and the 
mounting cost of materials and supplies, we are sympa- 
thetic but we do not believe the suggested method would 
be efficacious, even if approved by the Interstate Com- 
merce Commission. In the first place, if they fight the 
pension act, they will probably win, so that source of 
increased expense will be removed. In the second place, 
it would appear to an outsider that an increase in freight 
rates, however arrived at, would operate to drive more 
business from the railroads to their competitors so that 
they would be merely jumping from the frying pan into 
the fire. Of course, their traffic men know more about 
this than we do and they may be able to arrive at a 
scheme of rates that would bring them more revenue, but 
at least it is true that the advance in rates would not 
result in an increase in revenue of ten per cent (if that 
were the amount of the rate advance); at least some 
business would be diverted by any plan of advanced 
freight rates. 

To be sure, the only way the railroads can get more 
money with which to pay increased bills—outside of an 
increase in business, which they cannot compel—is by 
raising their prices and, if the administration is to be 


consistent in its effort to cause commodity and labor 


prices to rise, it ought to permit railroad rates to rise 
also. But, as we have pointed out, even if the adminis- 
tration were consistent in this respect and the Interstate 
Commerce Commission agreed, an increase in rates would 
not produce the desired result in railroad revenue—r, at 
least, not all of the desired result. To be perfectly con- 
sistent, the administration should at once put other 
agencies of transportation under the same control that 
is applied to the railroads to the end that the railroads 
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may be relieved of an unfair situation and the transpor- 
tation problem may be worked out sanely. Of course, the 
government may continue to lend money to the railroads, 
but of what use will that be, in the long run, when there 
is no promise that, under the present arrangement, they 
will ever be in position to repay it? The railroads would 
continue to get deeper and deeper in debt to the govern- 
ment until finally there would be only one recourse—for 
the government to take them over and operate them. Per- 
haps, to some, that is a consummation to be wished, but 
to most of us it is not. 

Our suggestion to the railroads, for what it may be 
worth, is that they fight to the utmost the pension law 
and other similar measures that they believe to be unfair 
and unjust; refuse favors like drought relief rates unless 
they get something in return; forget, at least for the 
time, any plan for a general increase in rates; and de 
mand, in season and out of season, that their competitors 
be brought under the same sort of regulation by which 
they themselves are controlled—whether that equaliza- 
tion be brought about by putting on their competitors the 
same kind of burden they now carry, or relieving them 
of considerable of it and burdening their competitors only 
with a like amount of what is left. The railroads have a 
just cause here, They have never fought as they should 
fight. We believe the public could be convinced—and if 
the public were convinced Congress would follow, whether 
convinced or not. 





MAIL CONTRACT INQUIRY 
NOREIGN air mail and ocean mail contracts are to be 
investigated under order of President Roosevelt with 
a view to modification or cancellation, but the holders of 
the contracts are to have an opportunity to defend them, 
if they choose to do so, before action is taken. The do- 
mestic air mail contractors, though the law under which 
the President issued his present order was on the books 
at the time, did not receive such treatment. Their con- 
tracts were summarily “annulled,” the air service of the 
nation interrupted, and, as the result of the President's 
decision to have the army air corps carry the mail, there 
was substantial loss of life. The country is to be con- 
gratulated that the President, in dealing with the for- 
eign air mail and ocean mail contracts, has decided to 
proceed in an orderly manner that is fair to the holders 
of the contracts in that they may submit their views 
before being dismissed—if that is the end that awaits 
them. 

It may or may not be that the mail contracts now 
brought into issue should be modified or canceled, though 
we imagine the holders of the contracts, in the absence 
of a showjng of fraud, will have plenty to say about the 
obligation of the government under the contracts to per- 
mit them to be carried out to the date of termination 
specified. In any event, the holders are to have their 
“day in court” and it is gratifying that this procedure 
is to be followed instead of that adopted when the do- 
mestic air mail contracts were wiped out. 

(Continued on page 86) 
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Current Topics in 
Washington 





Seemingly, if railroads, as_ or- 
ganizations, are to survive and if the 
owners of railroads are to save their 
shirts, a return of railroads to politics 
will be forced on this generation. Ab- 
stinence from _ politics, since about 
1906, it may be suggested, has left the railroads almost as help- 
less as dinosaurs and the other big reptiles of prehistoric time. 
The railroads, like the gigantic saurians, are huge and almost if 
not altogether helpless in the contest between organized labor 
and organized self pity under the leadership of “liberals.” 

But for the determined opposition of President Roosevelt, 
many believe this last Congress would have put through the 
thirty hours a week bill in a slavish appeal of members for 
votes from an organized minority, at a wrecking cost to the 
railroads. Only political innocents, fit to be classed with angle 
worms, it is believed, would undertake to say or believe that 
the railroad pension bill and the restoration of railroad wages 
were not forced by the railroad labor pressures. Pay restora- 
tion, of course, was not the result of legislation. But pressure 
of public officials, angling for popular support, is believed to 
have had an effect on officers of railroad companies who are 
supposed to be trustees for those who have invested their 
money in railroad stocks and bonds. The latter agreed to a 
restoration in the face of a threat of strikes. Railroad officers 
knew only too well that public officers, in the event of a strike, 
would probably show none of the backbone of Grover Cleveland. 
It was Grover Cleveland’s nerve in sending United States regu- 
lars into Chicago to keep the United States mails moving, that 
brought the Eugene Debs American Railway Union strike of 
1894 to an end. It could not stand up in the face of Cleveland’s 
determination to continue the public service notwithstanding 
the Debs order that it should cease until a labor dispute might 
be settled. 

Democracy, as it operates, is the rule of organized minor- 
ities, whether they be organized minorities of railroad workers 
or railroad owners and their fiduciary employes more gen- 
erally known as officers or officials. Forty years ago both 
owners and workers were politically organized. No Congress 
then was so partial to one element as to put through what one 
element wanted without regard to the interests of the other. 

Theodore Roosevelt took the side of self pity and organized 
workers. Railroad officials, unwisely, many think, yielded too 
much to him. They did not keep up their organizations to keep 
out of public life blatherskites who appealed to self pity. Some 
of the things the railroad organizations did were very bad, as, 
it is believed, will be admitted by those who have any memory 
of politics as played forty or fifty years ago. Many, it is be- 
lieved, who were sympathetic with moves then made against 
the railroads, would now admit holding a wish they had not 
gone as far as they then went to break down the political or- 
ganizations of the railroads. 


Return of Railroads 
to Politics Being 
Forced by Events 


There’s a humorist among army offi- 
cers. The quoted language constitutes the 
caption under which the War Department 
advised the newspaper men that that 
branch of the government “has graciously consented to the 
use of the United States army transport, Chateau Thierry,” to 
help bring the marines out of Haiti, as requested by the com- 
mandant of the marihe corps. 

The idea that anybody could help a marine or the marines 
is almost ludicrous. Neither a marine nor a Texas ranger, 
according to tradition, ever needs help. One ranger and one 
alone is needed to put down one riot in Texas. One marine and 
one only is needed, for usual situations, according to tradition. 

But marines, unlike others in the navy, are not web-footed. 
Wherefore, now that President Roosevelt has beckoned them 
to come home from Haiti,/ after fourteen years tour of duty 
there, they need ships. Since the navy had not a transport 
handy, the commandant of marines asked the army for a ship. 


“Help! Army 


Assists Marines” 
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“Graciously,” the press service of the army informs the news- 
paper men, the army has consented that the Chateau Thierry 
shall be permitted to “assist the marines.” 


Congress having failed to enact 
the Thomas-Disney bill authorizing 
the Secretary of the Interior to es- 
tablish quotas of petroleum in inter- 
state commerce, the Petroleum Ad- 
ministrative Board has been holding 
hearings with a view to having such quotas established in the 
petroleum code. 

Establishing a quota is telling a state how much petroleum 
its citizens may ship out of their state into other states. The 
fundamental idea is that, if left uncontrolled, the flow of petro- 
leum from one state to another will take place in disastrous 
volume, breaking prices and doing other undesirable things. 

Congress failed to pass the bill telling Texas and California, 
for instance, how much they might ship. Those states are used 
as instances because there is a large element in each of them 
that does not subscribe to the idea that the government should 
undertake to regulate commerce by regulating production. 

It is a novel idea in the United States that, when Congress 
fails to act favorably on a specific recommendation, the same 
effect can be brought about by administrative officers acting 
under a genera] statute authorizing the formulation of codes 
under which industries are supposed to regulate themselves. 
The broad grant of power in the national industrial recovery 
act, under which codes are made, it may turn out, was sufficient 
to make Congress wholly a secondary agency in the making of 
statutory law. 


He’ll Legislate if 
Congress Will Not, 


Ickes Seems to Think 


Now the government of this 
great country is taking steps to 
protect the alcoholic interest of 
the citizen who likes tc drown 
Thirsty Tipplers his mustache in a beaker of the 

beverage that made Munchen 
famous long before Milwaukee was founded. Brewers are being 
accused, by competing brewers, of taking the beer drinker for 
unlawful rides by putting strange things on the labels of their 
bottled product. 

For illustration, one man is accused of using a label show- 
ing a big “12” followed by the word “proof” in very small 
letters. Another is accused of solemnly averring that his beer 
does not contain more than 6 per cent of alcohol by volume, 
“6 per cent” being in large letters and the rest in incon- 
spicuous type. 

The Food and Drugs Administration of the Department of 
Agriculture is of the opinion that such labels are misleading in 
contravention of the law about foods and drugs. Its experts 
believe that a man who reads the large figures “12” has an 
idea that he is getting 12 per cent beer. As a matter of fact 
he is getting only 6 per cent, proof being a mixture of 50 per 
cent of alcohol and 50 per cent of water. Twelve proof means 
only six per cent of alcohol. If the alcoholic content is stated 
by volume the drinker is getting less of what most drinkers 
desire than the one who is obtaining a like percentage by 
weight, alcohol being lighter than water. 

The brewers who do not resort to such slipperiness in the 
matter of labels have asked the Food and Drugs Administration 
to do something about the matter. That government body says, 
“why, yes, certainly,” and it proposes to seize beers that are 
misleadingly labeled. Alcohol may not be good for the buyer, 
but, in the eyes of the government, that is not even a valid 
excuse for such willingness, if not intent, to mislead. 

A complaining brewer, unwittingly, it is believed, let the 
cat out of the bag, in the controversy as to whether 3.02 per 
cent beer was or was not intoxicating, by telling the Food and 
Drugs Administration that “not one person in a thousand can 
tell the difference between 3.02 beer by weight and the so-called 
higher alcoholic beers. The difference is so small as to be 
almost imperceptible, but this very small difference is causing 
a great deal of trouble and confusion in the brewing industry.” 

The brewer might have called attention to the fact that, 
in pre-prohibition days, many beers were of alcoholic content 
less than 3.02 per cent by weight and the average citizen, in 
the old days, could become mellow and rosy on such beers 
without much trouble. 


Wicked Brewers Accused 


of Hoodwinking 


Hands up in token of 
surrender, lawyers, speaking 
through their American Bar 
Association, declare the 
products of the agencies of 
the new deal, in the language 
of one of Dickens’ characters, are “too many” for them. 

“It becomes hopeless for the average citizen to attempt 


Alphabetical Administrations’ 
Output Too Much 
Even for Lawyers 
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to understand his government,” declared the association com- 
posed of lawyers of all brands of political doctrine at its recent 
meeting. “The legislative output of this administration prob- 
ably surpasses the volume of all federal statutes since 1789.” 
(The year the Constitution came into effect.) “Even lawyers 
are unable to ascertain the law applicable to a given state of 
facts.” 

When lawyers admit that they cannot find the law applic- 
able to a given state of facts, the layman, it is believed, is 
warranted in thinking.that the administration has thoroughly 
got into the hair of everyone. 

Folks chuckled over Herbert Hoover’s frequent admissions 
that he was puzzled, as when he created commissions and com- 
mittees. Now, according to the embattled lawyers, the country 
is having legislation poured on its head by administrations, 
boards, commissions, administrators, code authorities, planning 
and coordinating committees, compliance boards, labor rela- 
tions boards and so forth in such bewildering profusion, if not 
confusion, that they, trained to sift and analyze, declare they 
do not know where to find the law. And then they suggest 
that the volume of legislative output is probably greater, since 
the new deal was inaugurated, than all the legislation since 
the establishment of the republic under its present fundamen- 
tal law. 

These lawyers know that, while Congress alone is supposed 
to make statutes, the codes and orders of the new agencies are 
really statutes, if Congress was within its boundaries when it 
enacted the national industrial recovery law authorizing such 
agencies as the President might create to issue orders and regu- 
lations having the effect of statutes. 


For generations it has been a common saying, when any- 
thing appeared to be complex, that it would take a Philadelphia 
lawyer to bring relative simplicity out of the complexify. Now 
here are all lawyers, including the Philadelphians, because they 
are members of the American Bar Association, declaring that 
the legislative output of this administration is too great for them 
to digest. And they seemed to be serious, not jocular, when 
they said it—A. E. H. 


MAIL CONTRACT INQUIRY 
(Continued from page 84) 

It may be that too much “subsidy’ 
the contracts. Since the annulment of the domestic air 
mail contracts and the negotiation of new contracts at 
lower rates, Postmaster General Farley has made much 
of the fact that the air mail now costs the government 
about $10,000,000 less than it did under the old contracts. 
If the purpose of canceling the air mail contracts was to 
effect a reduction in the cost to the government, the 
course followed by the Roosevelt administration in accom- 
plishing that objective was not wise or prudent. The 
damage done by that action offsets, to a substantial ex- 
now claimed by reason of it. 


, 


is being paid under 


+] 


tent, the “savings’ 

However, the issuance of the present order by the 
President indicates that he recognizes that a mistake was 
made in the handling of the domestic air mail contracts 
and that it is not to be repeated. We have not advocated 
the mail subsidy method of aiding the air or ocean serv- 
ices. The government, however, having entered into cer- 
tain contracts with air and ocean carriers to perform 
certain services for specified compensation, should deal 
with those contractors fairly and justly, and modify or 
cancel such contracts only for sufficient cause. It is un- 
fortunate that the section of the law now invoked by 
the President in ordering this investigation was not used 
by him in lieu of “annulment” proceedings by the Post- 
master General. 





RAILROAD EARNINGS 


Operating revenues and operating expenses of Class I rail- 
roads for May and the five months ended with May, with figures 
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for the corresponding periods of last year, compiled by the 
Bureau of Statistics of the Commission from carrier reports, 


are as follows: 
May 
1934 1933 
Average number of miles operated ...... 239,059.20 240,981.36 
Revenues: 








PE éncs owt hae Raden s bee eee’ ead $ 228,587,199 $ 207,477,670 
Pr: i cen es dead seuss sedar oases 26,575,372* 23,910,605T 
ST chile 566 6-06 uchen wake abbas ee A 7,562,263 7,636,503 
FR ee Pe Er Se 7,094,066 5,491,153 
All other transportation .............. 6,457,828 6,084,135 
ee: ah sad Galt eee ae demas Ae Gore’ 5,152,243 4,164,230 
ee rer 750,354 637,064 
ES re a 155,661 159,983 

Railway operating revenues ...... $ 282,023,664 $ 255,241,377 


Expenses: 
Maintenance of way and structures ..$ 35,048,894 $ 27,322,978 








Maintenance of equipmentt .......... 56,793,470 46,933,372 
(RR el ere 7,525,415 7,088,271 
cok Ls wakwie ov <a 08 os 96,579,638 86,841,836 
Miscellaneous operations ............. 2,057,564 1,704,601 
ES 6 nna bad dite BRE nahi ng dire et 12,250,959 11,825,927 
Transportation for investment—Cr. .. 244,939 138,557 
Railway operating expenses ...... $ 210,011,001 $ 181,578,428 

Net revenue from railway operations ....$ 72,012,663 $ 73,662,949 
Si re ods cocks bdneed.seee os 21,872,345 22,026,847 
Uncollectible railway revenues ........... 117,273 79,533 
Railway operating income ........ $ 50,023,045 $ 51,556,569 
Equipment rents—Dr. balance ........... $ 7,564,542 $ 7,489,034 
Joint facility rent—Dr. balance .......... 2,963,525 3,024,906 





Net railway operating income ...$ 39,494,978 § 41,042,629 


Ratio of expenses to revenues (per cent) 74.47 71.14 
t Includes: 

SE... bi sehen etecndeeeanilent cews a 15,467,684 $ 14,995,177 

EEE, C£5a0 cuadGnbees ns ohevhaakedea 345,205 1,064,894 


*Includes $867,806 sleeping and parlor car surcharge. 
tIncludes $996,106 sleeping and parlor car surcharge 
§Figures for Southern Pacific Steamship Lines not received in 
time for inclusion in this item. 
Five Months 


1934 1933 
Average number of miles operated ...... 239,303.47 241,232.88 
Revenues: 
Cn int chen 5 fatah do ekie es hsteeaees ae $1,094,278,773 $ 911,467,069 
4 dcdngenbemad ee 400-606 envi a 133,636,375* 119,021,364¢ 
Wiikey on 66 iOie bo REUS 6 OCU GN Ewe ees 37,666,696 37,637,520 
ET EE ES PE ert eee 23,988,802 17,900,123 
All other transportation .............. 30,380,806 27,890,390 
DE bt cexCubpicksabasdenneaede’s 24,384,950 20,682,406 
ES ks owe cnencte deine 3,612,755 3,219,418 
Ss Ce e600 06.005 co 0s eh sete 915,275 906,413 
Railway operating revenues ...... $1,347,033,882 $1,136,911,877 
Expenses: 
Maintenance of way and structures ..$ 143,971,691 $ 118,694,562 
Maintenance of equipmentt .......... 272,689,108 230,628,668 
ai bn dein aw ae Redwh kaw a '.e6 ca he Nee 36,492,551 35,387,158 
Oy  cncvewsgudes's ctwiecdubs 480,133,976 431,024,794 
Miscellaneous operations ............. 10,627,894 9,005,796 
ME citeh esd awed cewtskees ends tp thnk 60,883,370 60,043,662 
Transportation for investment—Cr, .. 909,052 1,168,609 
Railway operating expenses ...... $1,003,889,538 $ 883,616,031 
Net revenue from railway operations ....$ 343,144,344 $ 253,295,846 
MOUWAS CAE BOCTURID 0.0 cc icecccscoriceese 106,444,794 109,042,307 
Uncollectible railway revenues ........... 485,937 407,162 
Railway operating income ....... $ 236,213,613 $ 143,846,377 
Equipment rents—Dr. balance ........... $ 37,266,242 $ 34,301,947 
Joint facility rent—Dr. balance .......... 14,969,731 14,626,032 
Net railway operating income ....$ 183,977,639 $ 94,918,398 
Ratio of expenses to revenues (per cent) 74.53 77.72 
t Includes: 
RPOMOOGRIIIIE — a'0:6.0 0 6.0 6.6 50.5455 ot cccccsente $ 77,440,305 $ 74,715,024 
EEE, “AG crews nsdwessc deere bucasdaaes 1,936,825 4,992,112 


*Includes $4,032,228 sleeping and parlor car surcharge. 

tIncludes $5,908,426 sleeping and parlor car surcharge. 

§Figures for Southern Pacific Steamship Lines not received in time 
for inclusion in this item. ” 


TERMINAL SERVICES 


Complying with the suggestion of the Commission that he 
notify those to whom he had sent copies of the views of Alfred 
G. Hagerty and R. W. Gwynn that it had denied his request that 
those views be made a part of the record in Ex Parte 104, 
practices of carriers affecting operating revenues or expenses, 
part II, terminal services, Charles S. Belsterling has served such 
a notice. He has also notified the Commission that he has done 
so. (See Traffic World, July 14.) In addition, he said to Sec- 
retary McGinty, to whom he sent notice of his compliance, the 
following: 

In a proceeding of such importance to carriers and shippers gen- 
erally, it is rather unfortunate that the Commission will not have in- 
corporated therein the views of its learned counsel who developed the 
facts of record. 

No reference is made in your letter to my request for the report 
of Examiner C. M. Bardwell, which has not as yet been filed pursuant 
to the rules of practice of the Commission—which provide “After 
expiration of time set for briefs the examiner will prepare his pro- 
posed report containing the statement of the issues and facts and the 


findings and conclusions which he thinks should be made.’ I shall 
be glad to have your advices upon the subject. 


Vol. LIV, No. 3 
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Decisions of Interstate Commerce Commission 





LAW AS TO RADIATOR REPARATION 


6é HE mere fact that the business of a corporation which 

paid charges on shipments was afterwards acquired by 
complainant is not sufficient to establish complainant’s right to 
reparation on such shipments.” Thus said the Commission, divi- 
sion 3, in dismissing No. 26061, National Radiator Corporation 
vs. Pennsylvania et al., on the ground that the complainant had 
failed to establish its right of reparation. Commissioner Mc- 
Manamy disagreed with his colleagues. Commissioners Lee and 
Miller, with Mr. McManamy, composed the division that dis- 
missed the complaint. 

Complainant, a Maryland corporation, alleged that it was 
the successor in interest to the National Radiator Corporation, a 
Delaware corporation. It asserted that the shipments were 
made by it and its predecessor. No officers or employe of the 
complainant appeared or testified, the report said. Its only 
witness was an employe of a traffic bureau which was author- 
ized by contract with the National Radiator Corporation, without 
specification as to which corporation, to audit the freight bills 
of that corporation and to “prepare, file, prosecute and adjust all 
freight charges and reparation claims developed on such freight 
bills,” the compensation for such work being contingent upon the 
amount recovered. It appeared, said the Commission, that this 
witness had at no time been either an official or employe of the 
complainant or of the Delaware corporation or its receivers, 

While it was alleged that the complainant was the successor 
in interest to the Delaware corporation, and that it and its prede- 
cessor made the shipments, the Commission pointed out the 
complaint was filed by the Maryland corporation in its individual 
capacity and not as assignee of the Delaware corporation. The 
latter was in receivership from October 9, 1931, until September 
27, 1932. Complainant’s only witness testified that upon the 
termination of the receivership, the complainant acquired all 
assets and property of the Delaware corporation and its receiv- 
ers and that it here sought reparation only as such successor 
in interest. None of the shipments, the Commission said, was 
made by or to complainant, which was a stranger to the trans- 
portation records. That declaration was followed by the one here- 
inbefore quoted. 

On brief, complainant contended, said the Commission, that 
in the event its proof was considered insufficient, the case should 
be assigned for further hearing “to allow complainant to prove 
its right to receive the refunds.” Subsequently, said the Com- 
mission, the complainant filed a petition for further hearing for 
the submission of such proof. But, said the Commission, oppor- 
tunity to submit such proof was afforded complainant at the 
hearing. It added that the petition was denied. In conclusion 
the Commission said there was no evidence that complainant, 
at the time it filed this complaint, had succeeded, or that it sub- 
sequently succeeded, to the claims for reparation of the parties 
who paid the charges, and that consequently those claims “are 
not before us.” 

Commissioner McManamy in his dissent expressed the view 
that dismissal of the complaint solely on the ground that the 
complainant had not established its right to reparation was in 
contravention of the express terms of section 13 (2) which, he 
pointed out, provided, in part, that: “No complaint shall at any 
time be dismissed because of the absence of direct damage to the 
complainant.” Mr. McManamy pointed out that in construing 
this provision the Supreme Court in Interstate Commerce Com- 
mission vs. Baird, 194 U. S. 25 (24 S. Ct. Rep. 563), said: “In 
the face of this mandatory requirement that the complaint shall 
not be dismissed because of the want of direct damage to the 
complainant, no alternative is left the Commission but to investi- 
gate the complaint, if it presents matter within the purview 
of the act and the powers granted to the Commission.” Mr. Mc- 
Manamy said it was his view, therefore, that the Commission 
was obligated under the law to determine the issues raised in 
the complaint. 


HOCH-SMITH PETROLEUM 


With a view to enabling the railroads better to compete with 
trucks in the transportation of petroleum and its products, the 
Commission, in a third supplemental report in No. 17000, part 
4A, rates on refined petroleum products from, to and between 
points in the southwest and fourth section applications Nos. 
14476, 14970, 15243 and 15265, has modified findings and orders 
in prior reports, 171 I. C. C. 381, 174 I. C. C. 745, 179 I. C. C. 35, 








and related fourth section applications. In fourth section order 
No. 11628, petroleum products in the southwest, relief has been 
granted from the long and short haul part of section 4 on re- 
fined products and low grade commodities. Applications for 
similar relief on casinghead gasoline and crude oil were reserved 
for further hearing at a time and place hereafter to be fixed. 

Specifically the Commission has approved the proposal of 
the southwestern lines to establish as maxima to destinations 
intermediate to and in the direction of the St. Louis and Kansas 
City, Mo., gateways the rates prescribed to those gateways and 
related rates from new origin groups, such, for instance, as the 
east Texas group. 

The effect of that proposal, the Commission said, would be, 
in substance, to carry out the maximum provision in finding No 
2 of the original report, prescribing the so-called appendix K-2 
scale as the basis for traffic within the southwest, except that 
the rates to destinations intermediate to and in the direction of 
the gateways should be subject to the prescribed gateway rates 
as provided, and provided that the relationship resulting from the 
bases prescribed should be maintained in order to remove exist- 
ing undue prejudice and preference. 

A general reduction in rates between points in the south- 
west for distances of 250 miles and less except to destinations 
in Texas, proposed by the carriers, the Commission said, would 
not be in accordance with the relationship provision of finding 
No. 2, as modified by the first supplemental report, 174 I. C. C 
745. But the Commission said the record was inadequate to 
determine whether existing rates resulted in undue prejudice 
and preference. 

The reduced rates for distances of 250 miles or less, in 
tended to enable the carriers to meet truck and other competi 
tion, the Commission pointed out, were not made in accordance 
with the criteria in its findings in the former report. It pointed 
out instances which it deemed as being not in accordance with 
its ideas. 

But, the Commission said, the record did not contain a great 
amount of specific evidence as to actual truck competition be 
tween specific points. If such competition actually existed from 
a short-haul point (and not from a long-haul point), then under 
the principle announced in the supplemental report, the reduc 
tion in rates would be justified; if, on the other hand, it did not 
actually exist or had not been bona fide in prospect, then the 
reduction in the haul from the short-haul point would not be 
justified. 

The Commission found the situation so complex that it cut 
the Gordian knot by vacating and setting aside the relationship 
part of finding No. 2, as modified by the first supplemental report. 
It said that upon the present record it was impossible for it to 
determine whether or not the basis established by the carriers 
resulted in undue prejudice and preference, In the circumstances, 
it added the only possible way to deal with the matter was to 
consider each situation of claimed undue prejudice and prefer- 
ence that might be brought to its attention upon the basis of 
the facts shown at that time. Instead of modifying finding No. 
2, as requested by the carriers, it was vacated and set aside. 

The fourth section relief is conditioned upon observance of 
the combinations as maxima and the 33 1-3 and 50 per cent cir- 
cuity limitations. 

In part concurrences Chairman Lee and Commissioner Tate 
took exception to the failure of the majority to impose an equi- 
distant limitation. Commissioner Farrell dissenting, said he was 
unable to concur in relief over circuitous lines where the distance 
over which the traffic was moved was not greater to the inter- 
mediate point than over the short tariff route to the longer dis- 
tant point. Commissioner McManamy concurred in that ex- 
pression. 


OCEAN STEAMSHIP OPERATION 


f Present local passenger and proposed local freight services 
between Boston, Mass., and New York, N. Y., of the Ocean 
Steamship Company of Savannah have been found not com- 
petitive with the Central of Georgia Railway Company and the 
Illinois Central Railroad Company and, on further consideration, 
findings in Ocean Steamship Co. of Savannah, 37 I. C. C. 422, 
have been affirmed by the Commission on further hearing in 
No. 6672, application of the Central of Georgia Railway Co. un- 
der the provisions of section 5 of the act to regulate commerce 
as amended by section 11 of the Panama Canal act, relative 
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to the Ocean Steamship Company of Savannah. The proceed- 
ing also embraces No. 26339, in the matter of the application of 
the Illinois Central Railroad Co., Central of Georgia Railway 
Co., and.H. D. Pollard, as receiver of the Central of Georgia, 
etc., and No. 26380, Eastern Steamship Lines, Inc., vs. Ocean 
Steamship Company of Savannah et al. Commissioner Meyer 
wrote the report. The complaint in No. 26380, in which the East- 
ern Steamship Lines alleged that the New York-Boston pas- 
senger service of the Ocean was in violation of law, was dis- 
missed. In outlining the situation dealt with in the report, 
Commissioner Meyer said: 

In the original report in No. 6672, 37 I. C. C, 422, decided De- 


99 


cember 23, 1915, we found that the operation of the Ocean between 
Savannah, Ga., and Boston, Mass., and between Savannah and New 
York, N. Y., was in the interest of the public and of advantage to 
the commerce and convenience of the people and that continuance 
of ownership and operation by the Central (of Georgia) would neither 
exclude, prevent, nor reduce competition on the routes by water 
under consideration, 

In October, 1927, the Ocean consolidated its two lines, making 
New York a port of call. In July, 1931, it inaugurated local passenger 
service between New York and Boston. Desiring to engage in local 
freight service between the same ports, it filed a tariff to become 
effective November 6, 1933. Upon protest by the Eastern and a num- 
ber of New England interests, we suspended its operation. In ac- 
cordance with agreement at the hearing in the suspension case, I. 
and S. No. 3922, the tariff was withdrawn, and on January 17, 1934, 
an application under section 5 was filed by the Central (of Georgia) 
and the Illinois Central. That application, No, 26339, is only for per- 
mission to perform freight service; and in No. 26380, filed February 
8, 1934, the Eastern alleges that the New York-Boston passenger serv- 
ice of the Ocean is in violation of law and asks that we order its 
discontinuance, 

The situation called for reconsideration of No. 6672. It was 
reopened and further heard jointly with Nos. 26339 and 26380. 


In the original report, setting forth the situation as it was 
in 1915, the Commission found that, except for directors’ shares 
all the capital stock of the Ocean was held in trust for the 
Central of Georgia and that all the capital stock of the latter was 
owned by the Illinois Central. On December 19, 1932, H. D. 
Pollard, formerly president of the Central of Georgia, was ap- 
pointed receiver of the Central of Georgia. 

The Eastern Steamship Lines and various New England 
interests, interveners, said Commissioner Meyer, took the posi- 
tion that the original findings should be affirmed, but that the 
Ocean should be refused permission to engage in local New 
York-Boston freight and passenger service. 

“The evidence of the Ocean’s opponents is mainly as to 
transportation between New England and New York,” said he, 
adding it should be made plain that the Ocean proposed service 
only between the Boston switching district and points within 
the lighterage limits of New York harbor, and did not propose 
to make it part of any through service. 

The Eastern, according to the commissioner, contended 
that, at the bottom of the troubles of the water lines lay too 
much competition; and those supporting it, including the Public 
Service Commission of New Hampshire, contended that any in- 
crease of competition in New England would adversely affect 
transportation facilities generally. 

“They fear, in particular,” continued Commissioner Meyer, 
“that the service of the Eastern would suffer, either in quality 
or through curtailment; and they are emphatic in its praise, 
witnesses describing it as the pace setter and as the yardstick 
by which other services are measured. Those interveners state 
belief that under present conditions the public interest lies in 
stabilization of existing transportation facilities rather than in 
any addition to and consequent intensification of competition. 
This constitutes reversal of their historic attitude and doubtless 
is due to the substantial change in conditions. 

“The Eastern and its supporters contend, in effect, that the 
act gives us power to forbid railroad-owned water carriers from 
installing any service that in our opinion would not be in the 
public interest. They construe the act as giving us jurisdiction 
over railroad-owned water carriers that the Federal Coordinator 
of Transportation recommends We be given over all common car- 
riers by water. ‘In the public interest’ is an elastic and sig- 
nificant phrase, but it can hardly be expanded to include the 
conditions and practical requirements of a certificate of con- 
venience and necessity under paragraph 18 of section 1 of the 
act. Until Congress shall have adopted the recommendation of 
the Federal Coordinator of Transportation, referred to, and di- 
rected us to administer it, we may not interpret the present act 
as if Congress had already enacted into law that recommenda- 
tion.” 

Discussing the general question as to railroad ownership 
and operation of boat lines, Commissioner Meyer, in his con- 
clusions, said: 

The present national policy as to our water routes is that they 
shall be free from restraints to competition and the act contains a 
general prohibition against one of the principal restraints feared, 
ownership and operation by railroads of competitive water services, 
That act empowers us to determine the existence or. possibility of 
such competition and to make exceptions to the strict operation of 
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its general prohibition if in our opinion such exceptions will be in the 
public interest and will not defeat the purpose of the prohibition. 
The provision authorizing the making of such exceptions should be, 
and has been, construed as directing that advantages from railroad 
operation of competitive water services, no matter how great, shall 
not warrant exceptions which will or may limit competition on the 
water routes; in other words, that freedom of competition on the 
water routes shall be the prime consideration. There is no prohibition 
in the act against ownership and operation by railroads of noncom- 
petitive water services and, here in point in considering the Eastern’'s 
contentions, we may consider whether a railroad-owned water service 
is in the public interest only after it has been determined that it is 
or may be competitive with the owning carrier. 

It follows that if it be concluded that there would not be and 
could not be competition between the local service of the Ocean be- 
tween New York and Boston and the applicant carriers, the only 
question is whether operation by applicants of that service in con 
nection with services to and from Savannah, with which they are com 
petitive, would or might enable them to exclude, prevent, or reduce 
competition on the water routes between the East and other sections. 
As indicated, those who oppose the installation of the new service con- 
tend that our original findings should be affirmed and base their op 
position to the local Boston-New York service upon local conditions. 
In so far as the record shows, the only effect its operation might have 
upon through service would come from loss of local revenue to one 
of the Ocean’s competitors for through traffic, the Eastern. That is 
not sufficient basis for finding that such operation would fall within 
the general prohibition of the act. 


TELEPHONE ACCOUNTING 

With Commissioner Farrell objecting to its course involving 
what he thinks is unjustifiable publication expense, the Commis- 
sion, in No, 25705, accounting rules for telephone companies, has 
concluded that all Class A and all Class B telephone companies 
that elected to adopt the uniform system of accounting as of 
January 1, 1933, should be required to restate their accounts for 
1933 and 1934 in accordance therewith as revised in this report. 
He objected to the issuance of the report because the Commission 
had been deprived of jurisdiction through transfer of it to the 
Federal Communications Commission. In a dissent in which 
Commissioner Aitchison concurred, Mr, Farrell said: 


I do not concur in the issuance of this report, because I believe 
the expense connected with its publication to be unjustifiable. The 
telephone companies cannot be requried to comply with the findings 
in the report except through the issuance of an order, and such an 
order, issued by the Interstate Commerce Commission, cannot be 
made effective inside of thirty days from the date of its issuance 
Long before the expiration of that period of time the Federal Com- 
munications Commission will have been organized and the law under 
Which such a report and order can now be made will have become 
a thing of the past. In other words, any change in the accounting 
rules for telephone companies hereafter required by a federal regu- 
lating tribunal to be made will necessarily be the result of action 
to be taken by the Federal Communications Commission under the 
communications act of 1934, approved June 19, 1934. 


In a long mimeographed report, 96 pages, in which Com- 
missioner Eastman concurred, the Commission concluded that 
the Uniform System of Accounts for Telephone Companies, first 
revised issue, should not be rescinded, but that it should be 
further revised as specified in this report; that in view of the 
nature and limited scope of such further revisions, that part of 
the order of December 27, 1932, which provided that the rules 
should become effective as of January 1, 1933, should not be 
vacated; that the uniform system as thus revised should be 
made effective as of January 1, 1933, and January 1, 1934, for 
Class A and Class B telephone companies, respectively; and 
that all Class A telephone companies, and all Class B telephone 
companies that elected to adopt the uniform system as of Janu- 
ary 1, 1933, should be required to restate their accounts as here- 
inbefore set forth. 

This report is the result of objections to the rules formulated 
by the Commission by the regulating bodies of twenty-three 
states. The Commission said that consideration of the matter 
of rules was delayed, “owing largely to the fact that the com- 
missioner who had been given administrative charge of the pro- 
ceeding was designated by the President as Federal Coordinator 
of Transportation.” 

After reciting the fact about the passage of the legislation 
creating the Federal Communications Commission, it said it was 
therefore not in a position to enter an order. In fairness to the 
new commission, the report continued, “we believe that we 
should adopt this report, in order that it (Federal Communica- 
tions Commission) may be advised of our views upon the record 
made in the proceeding which we instituted.” The Commission 
said it seemed desirable, also, that the report should be issued 
in such form that the new commission might readily be able to 
supplement it by order, if that seemed desirable. Therefore, 
the report was written as if the Commission’s jurisdiction were 
to continue, 


COMMISSION REPORTS 


Cow Ponies 


Fourth section application No. 14519, livestock-western dis- 
trict rates. By the Commission. Carriers involved in Livestock- 
Western District Rates, 176 I. C. C. 1, authorized, by seventh sup- 
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plemental fourth section order No. 11135, to include in ship- 
ments of stocker and feeder cattle not more than five cow ponies 
in shipments of fewer than five cars and not to exceed one cow 
pony for each car of cattle when shipments include five or more 
cars. The ponies are needed in handling the cattle at feeding 
or grazing points. 

Cotton 


No, 25702, W. B. Collins Cotton Co. vs. A. G. S. et al. By 
division 3. Dismissed. Rates, cotton, in bales, points in Ala- 
bama to Mobile, Ala., for export, compressed in transit at Tus- 
caloosa, Ala., not. unreasonable or otherwise unlawful. 


Contractor’s Outfit 


No. 26217, J. B. Turner Construction Co. vs. St. Louis South- 
western et al, By division 4. Rate charged, October 2, 1931, 
carload, second-hand contractor's outfit, Como, Mo., to Farrell, 
Miss., unreasonable to the extent it exceeded 50 cents. Repara- 
tion of $91.33 awarded. 


Wool Reparation 


No. 18194, Boston Wool Trade Association vs. A. & W. et al.; 
No. 17447, Chicago Wool Trade Association vs. B. & O. et al.; 
No, 20571, Midwest Wool Trade Association vs. Alton & Eastern 
et al.; No, 20702, Same vs. A. & W, et al.; No. 20743, Same vs. 
A. & R. et al., and a sub number under the last mentioned, Same 
vs. Same. By the Commission. Upon further hearing, amounts 
of reparation and to whom due under former findings, 172 I. C. C. 
458, 185 I. C. C, 365, that rates on wool in the grease, points in 
western trunk line and transcontinental territories, and from St. 
Louis, Mo., Milwaukee, Wis., and Chicago, Ill., to destinations 
east thereof were unreasonable, determined and ordered to be 
paid. The Commission found that complainants, S. Silber- 
man & Sons, B. Harris Wool Co., Herman Reel Co., M. Lyon & 
Co., Draper & Co., and Adams & Leland, made shipments and 
were entitled to reparation in the amounts set forth in the 
orders, numbering 400 or 500. Commissioner Mahaffie, dissent- 
ing, said that in his opinion, the rates prescribed in the original 
report and here used as a basis for reparation were below rea- 
sonable maxima. 

Citrus Fruits 


Fourth section applications Nos. 13744, 13791 and 15453, 
citrus fruit and pineapples from the south. By division 2. Car- 
riers for which J, E. Tilford is agent, authorized, in fourth sec- 
tion order No. 11627, to establish and maintain over all routes, 
on citrus fruits and pineapples, from points in Florida and Gulf 
coast territory to destinations in New England, trunk line (in- 
cluding Buffalo-Pittsburgh zone), western trunk line Missouri- 
Kansas, southwestern and intermountain territories, the lowest 
rates that may be constructed over any line or route, without 
regard to the long and short haul part of section 4, on the fol- 
lowing bases: From points of origin to points of destination 
from and to which class rates were prescribed or approved in 
the Southern Class Rate Investigation, 100 I. C. C, 5138, et seq., 
and Consolidated Southwestern Cases, 123 I. C. C. 203 et seq. over 
all-rail routes over which applicants have relief on class rates; 
from points of origin to destinations in territories from and to 
which class rates were not prescribed or approved in the cases 
mentioned, or have not been revised on the bases in those cases, 
over all routes from and to the gateway points between such 
territories and territories included in those proceedings over 
which the applicants have relief from and to the gateways on 
class rates, subject to 33 1-3 and 50 per cent circuity limitations; 
from Florida points to New York, Boston, Philadelphia and Balti- 
more, over rail-water routes through Jacksonville, Fla., or 
Savannah, Ga., over which the applicants have relief as to class 
rates and from landings on the Independent Lines Steamers, 
Kinzie Brothers Steamer Lines, Lake Transfer Co. and Palatka 
& Jacksonville Steamboat Line, over the same routes from points 
of interchange between the steamer lines and rail lines over 
which relief is granted herein with respect to all-rail rates, sub- 
ject to the provisos that the rates will not exceed those shown 
in the applications or the lowest combinations. The Commission 
said groups might be retained, average distances to be used in 
calculating circuities. 

Coal 

No, 24388, Chamber of Commerce of Greenville, O., et al. vs. 
A. C, & Y. et al., and No. 25521, John Parent Co. et al. vs. Same. 
By the Commission. Dismissed. Upon further hearing, finding 
in prior report in title complaint, 188 I. C. C. 223, that the rates, 
bituminous coal, from the Inner and Outer Crescents to Green- 
ville, O., were unreasonable, reversed. The new finding is that 
the rates are not unreasonable or unduly prejudicial. Rates, like 
traffic to Union City and Saratoga, Ind., not unreasonable or 
unduly prejudicial. Dissenting from the Greenville part of the 
decision, Commissioner M¢eManamy said that Greenville was 
nearly surrounded by points taking lower rates and that it for- 
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merly took the same rates as the surrounding points, He said 
Greenville should continue to do so. Chairman Lee and Com 
missioners Aitchison and Splawn joined in that expression. 


Grain 


No, 25248, Light Grain & Milling Co. vs. A. T. & S. F., and 
No. 25465, Same vs. Same. By division 3. Rates charged, grain 
and grain products originating in Oklahoma and Kansas and 
transited at Liberal, Kan., or shipped direct from Liberal to 
destinations in New Mexico on the lines of the Santa Fe, inap- 
plicable in the case of three cars. Applicable rate on car No. 
32886 found to have been 69 cents. Applicable rate on No, 28835 
on flour, Hooker to Belen, found to have been 77.5 cents, on 
bran from Hooker, 67 cents, and on coarse grains from Liberal, 
65 cents; the applicable rates on car No. 157708 from Liberal to 
Socorro found to have been 81 cents on flour and 69.5 cents on 
corn and corn meal. Reparation, with interest from April 30, 
1932, awarded. Commissioner McManamy dissenting, disagreed 
with the conclusion of his colleagues that the applicable rates 
were not unreasonable. His view was that complainants were 
entitled to reparation to the basis of the 12244 scale prescribed 
in Oklahoma Corporation Commission vs, A. & §S., 69 I. C. C. 
207, 101 I. C, C. 116. 

Lettuce and Vegetables 


No. 25412, Dawson Produce Co. et al. vs. A. T. & S. F. 
et al., and No. 25706, Same vs. Same. By division 3. Rates, let- 
tuce and mixed vegetables, carloads, Colorado to points in Okla 
homa, not unreasonable but unduly prejudicial to points in Okla- 
homa on and north of the line of the Frisco extending from 
Wyandotte, Okla., through Tulsa, Pawnee, Enid and Okeene to 
Cody, Okla., on or near the Canadian River, thence along the 
north bank of that river to the Texas-Oklahoma line, and unduly 
preferential of such points in southern Kansas as Anthony, Cald- 
well, Arkansas City, Coffeyville and Baxter Springs to the ex- 
tent that the rates to the Oklahoma points exceed the rates to 
the Kansas points by more than five cents. Rates to points in 
Oklahoma south of the line hereinbefore described and on and 
north of the line of the Frisco extending from Westville, Okla., 
through Muskogee to Omulgee, thence air line to Shawnee, thence 
on and north of the line of the Rock Island through Oklahoma 
City, Geary, Bridgeport, Clinton and Elk City to Texola, Okla., 
found unduly prejudicial to the Oklahoma points and unduly 
preferential to the Kansas points to the extent they exceeded 
the Kansas point rates by more than 10 cents, Rates to points 
in Oklahoma south of the line last described, unduly prejudicial 
and unduly preferential to the extent they exceed rates to the 
Kansas points by more than fifteen cents. Reparation denied. 
New rates are to be effective not later than October 18. The 
Commission said that if the carriers elected to remove the 
undue prejudice by increasing the rates in southern Kansas, its 
findings would be met by using the competitive points in Kansas 
nearest to the respective Oklahoma destinations as the base for 
determining them. 

Cattle 


No. 25430, California Live Stock Commission Co. et al. vs. 
A. T. & S. F. et al. By division 3. Rates in effect prior to 
January 25, 1932, cattle, points in Texas and New Mexico to 
Los Angeles, Calif., unreasonable to the extent they exceeded the 
rates under the scale set forth in appendix B to the original 
report in Concho Livestock Co, vs. A. T. & S. F., 178 I. C. C. 501, 
and 194 I. C. C. 409, minimum 24,000 pounds, except that the 
following rates assailed were not unreasonable: (1) Rates which 
did not exceed those found not unreasonable in California Dressed 
Beef Co. vs. K, C. M. & O., 147 I. C. C. 215; and (2) rates to 
Los Angeles which did not exceed those found not unreasonable 
in the case last mentioned from points intermediate to the 
origin points here involved to Los Angeles, Reparation awarded 
and rules set forth for calculating distances and computing 
weights. Commissioner McManamy dissented. The rates con- 
demned were those in effect prior to new ones prescribed in 
Livestock-Western District Rates, 176 I. C. C. 1, effective January 
25, 1932. The complaint was filed July 18, 1932, 


Vegetables 


No. 25671, Fruit Importers, Ltd., et al. vs. A. C. L. et al. 
By division 4. Rates, vegetables, points in Florida to Montreal, 
Canada, with exceptions, found applicable and not unreasonable. 
Rates. Two shipments, cucumbers in 24-quart hampers, and two 
shipments, beans, in 28-quart hampers, inapplicable. Applicable 
rates found to have been combinations of fourth class rates to 
and from Rouse’s Point, N. Y., minimum 20,000 pounds, and to a 
weight of 50 pounds a package. Reparation awarded, Excep- 
tions to the finding that the rates were not unreasonable were: 
The joint package rates on beans prior to December 6, 1932, 
other than those on which the class rates were applicable; they 
were found unreasonable to the extent they exceeded combina- 
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tion concurrently in effect over the routes of movement through 
Rouse’s Point, composed of the local commodity rates on beans 
to Rouse’s Point which became effective October 26, 1931, and 
the local fourth class rate beyond, subject to the carload mini- 
mum of 20,000 pounds in straight carloads, and to a weight of 50 
pounds a package; also the joint rates on potatoes shipped be- 
tween October 26, 1931, to December 5, 1932. They were found 
unreasonable to the extent they exceeded combinations in effect 
via Rouse’s Point, composed of the local commodity rates to 
Rouse’s Point and the fifth class rate beyond. Reparation 
awarded, 


Unfinished Wooden Handles 


No, 26179, Union Fork & Hoe Co, vs. N. Y. C. et al., and 
two sub numbers, Same vs. Canadian Pacific et al., and Same vs. 
West Shore et al. By division 2. Rates charged, unfinished 
wooden handles, carloads, Frankfort, N. Y., and St. Johnsbury, 
Vt., to Columbus, O., found applicable but unreasonable to the 
extent they exceeded or may exceed sixth class rates. Fifth 
class rates were charged. Reparation of $1,186.69 awarded. 
New rates to be established not later than October 18. Ship- 
ments were made between December 31, 1931, and June 26, 
1933. 


Iron and Steel 


No. 19784, American Tank Co, et al. vs. A. C. & Y. et al. By 
the Commission, Upon further hearing, amounts of reparation 
due under findings of unreasonableness as to rates on iron and 
steel articles, 168 I. C. C. 449 and 181 I. C. C. 252, Gary and 
Indiana Harbor, Ind., Cleveland, Warren, Middletown and New 
Philadelphia, O., Kansas City and St. Louis, Mo., Ashland, Ky., 
South Chicago, Ill., and Vandergrift, Pa., to Oklahoma City, Okla.; 
from Kansas City to Duncan, Earlsboro, Wekoka and Seminole, 
Okla.: from St. Louis to Seminole; and from Indiana Harbor to 
Chickasha, Okla., between June 4, 1925, and June 26, 1928, deter- 
mined and ordered to be paid not later than September 15, Chair- 
man Lee dissented in part. 


Butter, Etc. 


No. 25633, Grace G. Flittie vs. B. & O. et al. By division 2. 
Dismissed. Rates, butter, eggs, and dressed poultry, in straight 
and mixed carloads, Wessington Springs, S. D., to Philadelphia, 
Pa., and Boston, Mass., not unreasonable. Reparation was sought 
on shipments made between February 18 and November 19, 1931. 


Leaf Lettuce 


No. 25936, Louis Meyer Co. et al. vs. Erie et al. By division 
2. Carload minimum weight, leaf lettuce, Cincinnati, Cleveland 
and Toledo, O., and Grand Rapids, Mich., to destinations in Mis- 
souri, Michigan, Illinois, Indiana, Ohio, Pennsylvania, and New 
York, unreasonable, but not otherwise unlawful, to the extent it 
exceeded or might exceed 15,000 pounds. New weight be made 
effective not later than October 19. Reparation awarded. 


Imported Cotton 


No. 26279, Carolina Cotton & Woolen Mill Co. et al. vs. 
Southern et al. By division 2. Rates, imported cotton, com- 
pressed, carloads, Norfolk, Va., to Draper and Spray, N. C., un- 
reasonable prior to December 4, 1931, to the extent they exceeded 
46 cents. Rates since that time not unreasonable. The rates 
were alleged to be unreasonable since April 7, 1931. Reasonable 
rates for the future and reparation on shipments prior to Oc- 
tober 10, 1932, were sought. 


Carbide of Lime 


Fourth Section Application No, 14548, Carbide of lime to the 
south. By division 2. Carriers for which E. B, Boyd is agent 
authorized in fourth section order No. 11635 to establish and 
maintain rates, carbide of lime (calcium), carloads, Duluth, 
Minn., and Sault Ste. Marie, Mich., to points in southern terri- 
tory without observing the long and short haul part of section 4, 
provided that rates to higher rated intermediate points shall not 
exceed rates constructed on the basis prescribed in Carbide of 
Lime in Southern Territory, 167 I. C. C. 615, or the lowest 
combinations. 


Red Arsenic 


Fourth Section Application No, 15566, Red arsenic from New 
York, N. Y., and Warners, N. J. By division 2. Authority denied 
to carriers for which W. S. Curlett is agent in fourth section 
order No, 11638 to establish and maintain from May 1 to Novem- 
ber 30, of each year, a rate of 41.5 cents on red arsenic (hair and 
wool remover), carloads, from New York, N. Y., and Warners, 
N. J., to Chicago, Ill., and Milwaukee, Wis., without regard to the 
long and short haul section of section 4. The request for fourth 
section relief was based upon competition between the rail routes 
and carriers by water. The Commission said that the applicants 
conceded that the minimum rate established under authority 
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of the Inland Water Carrier Trade, Eastern Division, Code was 
42 cents, but they asked for relief from the fourth section on 
information they claimed to have that two carriers operating on 
the New York state canal had recently quoted rates from New 
York to Chicago of 40 cents, including pick-up service at any 
point in New York harbor and delivery service at Chicago, and 
32 cents, not including pick-up service, in New York harbor, The 
Commission said that there was no evidence that any traffic had 
moved under these rates since the code became effective. The 
fact, it added, that some water carriers might have quoted rates 
lower than the minimum code rate did not justify the relief 
sought in the absence of persuasive evidence that applicants 
could not obtain a fair share of the available traffic under the 
existing rate adjustments. 


Montana Class and Commodity Rates 


Fourth Section Application No. 14703, class and commodity 
rates from and to Montana points. By division 2. Chicago, 
Milwaukee, St. Paul & Pacific and other carriers authorized in 
fourth section order No, 11637, to establish and maintain class 
and commodity rates between points in California and Oregon, 
on the one hand, and Great Falls and Black Eagle, Mont., on 
the other, without observing the long and short haul part of 
section 4 subject to the condition that rates at intermediate 
points shall not exceed the lowest combinations and subject to 
the 33 1-3 and 50 per cent circuity limitations. 


PROPOSED REPORTS 


Millet Seed 


No. 20120, Rudy-Patrick Seed Co, et al. vs. A. & 8S. et al. By 
Examiner P. F. Mackey. Amounts of reparation due under find- 
ings of unreasonableness, millet seed, points in Texas, Louisiana, 
Arkansas, Oklahoma, New Mexico, Colorado, Kansas, Nebraska, 
Wyoming, the Dakotas, Minnesota, Wisconsin, Iowa, and Mis- 
souri to Kansas City, Mo., Chicago, Ill., and points taking the 
same rates in the former report, 160 I. C. C. 725, determined. 
The examiner said the Commission should find that $2,194.34 
heretofore paid to the Rudy-Patrick Seed Co. under the order 
of June 12, 1933, was due that company and that it was entitled 
to additional sums as set forth in the report. J. G. Peppard 
Seed Co, was also awarded various sums. 


Grain 


No. 23599, Rea-Patterson Milling Co. vs. Missouri Pacific. 
By Examiner Leonard Way. Upon further hearing, $522.22, pro- 
posed to be determined to be due to receivers of the Rea- 
Patterson Milling Co. on account of a finding of unreasonable 
ness, grain from points in Kansas milled in transit at Coffeyville, 
Kan., and the products reshipped to destinations in Arkansas. 
The amount of reparation awarded in the second report, 196 
I. C. C. 689, reduced. Other report was in 069 I. C. C. 719. 


Coal 


No. 25292, Shelbina Milling Co. et al. vs. C. B. & Q. et al. 
No. 25293, John B. Busch Brewing Co. et al. vs. C. R. L & P., 
and a sub-number thereunder, Rolla Creamery & Ice Co. et al. 
vs. Same. By Examiner J. P. McGrath. Upon further hearing 
amounts of reparation due complainants under findings in 198 
I. C. C, 241, determined and ordered to be paid. The finding 
was that rates, coal, mines in Belleville, Centralia, DuQuoin 
and southern Illinois groups in Illinois to Shelbina, Clarence, 
Chillicothe, Hamilton, and Cameron, Mo., between May 6, 1929, 
and August 20, 1930; from mines in those groups to Washing- 
ton, Hermann, Union, Valley Park, Pacific, Allenton, Bourbon, 
Sullivan, Chamois, Gasconade, Morrison, New Haven, Trues- 
dale, and Wentzville, Mo., between September 29, 1929, and 
August 20, 1933; and from mines in the same groups and the 
Springfield, Ill., group to Cuba, Eldon, Owensville, Rolla, St. 
Clair, St. James, and Union, Mo., between December 23, 1929, 
and August 26, 1930, were unreasonable. 


Cast Iron Borings 


No. 26261, Hausman & Wimmer Co, vs. Ann Arbor et al. 
and a sub-number thereunder, E. I. duPont de Nemours & Co. 
vs. Central of New Jersey et al. By Examiner A. S. Worthing- 
ton. Rates, cast iron borings, points in Michigan and Indiana, 
to Gibbstown, Carney’s Point, N. J., proposed to be found un- 
reasonable to the extent they exceeded or may exceed 70 per 
cent of the rates concurrently applicable on iron and steel ar- 
ticles. New rates and reparation proposed. 


Naval Stores, Etc. 
No. 26396, Chamber of Commerce of the City of Newark, 
N. J., et al. vs. Pennsylvania. By Examiner Edgar Snider. Dis- 
missal proposed. Defendant's failure to absorb out of its line- 
haul rates from the port of Newark, N. J., to points on its lines 
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the loading charges on naval stores, hay, feed, building ma- 
terials, and other merchandise on coastwise, intercoastal, and 
foreign traffic from the ships or piers to cars at public piers 
of the port of Newark, while contemporaneously paying or 
absorbing the cost of a similar service on like traffic at piers 
in Baltimore, Md., Wilmington, Del., Philadelphia and Chester. 
Pa., and Camden and Trenton, N. J., proposed to be found not 
unduly prejudicial or otherwise unlawful. The examiner said 
the Pennsylvania showed that in each instance to the destina- 
tions enumerated to which complainants’ shipments moved there 
were other carriers serving the ports which could take the traf- 
fic without any ‘relation to the Pennsylvania, and that if a 
prejudice existed it could not be moved by the Pennsylvania, 
since the absorption provision would still be available to the 
shippers from those ports by the other carriers. 


Excelsior Mill Refuse 
No. 26466, F. Burkart Manufacturing Co. vs. Alton & South- 
ern et al. By Examiner Charles A. Rice. Rate, excelsior mill 
refuse, Donaldson, Ark., to Alton, Ill., proposed to be found un- 
reasonable to the extent it exceeded 17 cents on shipments made 
between June 17 and July 26, 1933. A rate of 29 cents appli- 
cable to excelsior was charged. A rate of 12.5 cents established 
on August 8, 1933, on excelsior mill refuse was claimed by the 

complainant as a basis for reparation to it. 


Wood Charcoal 


No. 26424, Cleveland-Cliffs Iron Co. vs. M. St. P. & 8. S. M. 
et al. By Examiner L. J. P. Fichthorn. Rate, wood charcoal, 
Goodman, Wis., to Detroit, Mich., proposed to be found unrea- 
sonable and unduly prejudicial to the extent that it exceeded 
22.5 cents, a rate established on February 1, 1932. Reparation 
proposed. Shipments were made between July 2, 1930, and 
November 12, 1931. 

Cement 


No. 26421, Dewey Portland Cement Co. vs. L-G. N. et al., 
and a sub-number, Same vs. A. T. & S. F. et al By Examiner 
T. K. Carpenter. Rates charged, cement, Dewey, Okla., to 
Kilgore, Mart, Arp, Burkburnett, Waco, and Overton, Tex., and 
from Fredonia, Kan., to Waco, proposed to be found unreason- 
able to the extent they exceeded 21.5 cents to Kilgore, Arp, 
Waco, and Overton; 22.5 cents to Mart; and 24 cents to Burk- 
burnett, on shipments delivered between March 14 and Septem- 
ber 10, 1932. Reparation proposed. 


Automobiles 


No. 26364, Lair Motor Co. vs. Michigan Central et al. By 
Examiner Carl A. Schlager. Dismissal proposed. Rate, auto- 
mobiles, Detroit, Mich., to Coffeyville, Kan., on shipments be- 
tween January 12 and August 29, 1929, proposed to be found 
not unreasonable, 

Horses and Mules 


No. 26152, Grand Island Livestock Commission Co. et al. 
vs. A. C. & Y. et al. and three sub-numbers, Ferd Owen et al. 
vs. Same; I. C. Walker et al. vs. Same; and Webb Livestock 
Commission Co. et al. vs. Same. By Examiner W. A. Disque. 
Dismissal proposed. Rates, horses and mules, points in various 
western states to destinations in official clasification territory, 
proposed to be found not unreasonable. Complaint was filed 
August 7, 1933, as successor to an informal complaint filed 
June 10, 1933. Complainant’s case, the examiner said, was 
directed almost entirely against the eastern factors. He said 
they sought factors made 115 per cent of the rates on cattle 
prescribed in Eastern Livestock Cases of 1926, 144 I. C. C. 
731, 165 I. C. C. 277. 

Potatoes 


No. 24512, Idaho Potato Dealers’ Association vs. A. & R. 
et al. By Examiner John H. Howell. Dismissal proposed. 
Rates, potatoes, Idaho points and on root vegetables from Colo- 
rado points in the Greeley district and the southeastern part 
of Colorado to Cairo, Ill., and destinations in official and south- 
ern territories not shown to have been or to be unjust and 
unreasonable. By complaint filed May 27, 1931, and amended 
October 16, 1931, it was alleged that the rates, potatoes, onions, 
cabbage, and other root vegetables, were and would be unjust 
and unreasonable. 


SANTE FE ABANDONMENT 


Examiner M. S. Jameson, in Finance No. 10370, Atchison, 
Topeka & Santa Fe Railway Co. proposed abandonment, has 
recommended that division 4 find that the present public con- 
venience and necessity had not been shown to permit the aban- 
donment by the applicant of part of its Temecula branch ex- 
tending from Elsinore to Temecula, Calif., a distance of approxi- 
mately 16.46 miles. The examiner of the California commission 
who conducted the hearing for the federal body said the appli- 
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cation was justified by the record but that it might be advisable 
to continue operation for a reasonable time pending determina- 
tion of the future trend of business. 

Truck competition, the depression and the continuance for 
three years of insufficient rainfall were listed as causes of losses 
on the branch, averaged at $7,185 a year for the last five years. 
In the five-year period the total revenues of the Santa Fe system 
from the traffic which originated and terminated on the segment 
declined from $30,707 in 1930 to $17,429 in 1933. 

The applicant, the examiner said, did not consider that the 
business formerly handled on the line would ever be regained. 
The examiner said that the relatively small loss would be elimi 
nated if, through an improvement in either climatic or economic 
conditions, or both, a material increase in agricultural or mining 
activities should occur. Operation, he said, should be continued 
for at least two years, in order to afford a proper basis for deter- 
mining the permanent necessity for the facility. 


PERE MARQUETTE ABANDONMENT 


In a proposed report in Finance No. 10285, Pere Marquette 
Railway Co. *proposed abandonment, Examiner C. P. Howard 
has recommended that division 4 find that the present and future 
public convenience and necessity have not been shown to per- 
mit the abandonment by the applicant of a branch extending 
from Elmdale to Freeport, Mich., a distance of about 6.19 miles. 
The applicant contended that the volume of traffic was insuf- 
ficient to support the branch; that there was a lack of any 
potential traffic which might be developed in the future and an 
abundance of other transportation facilities. It also asserted 
that it was difficult to serve the branch because of its location, 
the weight of the rail, the condition of the track and structures, 
and that a considerable outlay for rehabilitation would be re- 
quired. It asserted that the branch had been operated at a 
loss for several years and had outlived its usefulness. The ap- 
plicant estimated a net annual loss to it of $4,973 if required to 
continue operation of the branch. Eliminating taxes, which the 
examiner said it was not certain would be reduced if the branch 
were abandoned, the examiner estimated an annual net loss 
to the applicant’s system of $378. Truck transportation, it was 
shown in the report, had superseded that of transportation by 
the branch of those classes of traffic suitable to transportation 
by truck. The protestants, property owners using Freeport 
as their market, admitted, the examiner said, that as to small 
shipments trucks now handled practically all of the business. 
They contended, however, that the carrier could make operating 
economies by operating the branch as a spur and eliminating 
the expense of the station agent and telegraph line serving 
Freeport. The examiner said the record did not justify the 
conclusion that the operation of the branch had resulted in any 
serious loss to the applicant in the last five years. Future losses 
forecast by the applicant on the basis of 1932 and 1933 condi- 
tions, he said, were too uncertain to justify the granting of the 
application. The application, he said, should be denied without 
prejudice to its renewal after the expiration of two years from 
and after January 1, 1934, if the circumstances warranted such 
action. 


N. & W. ABANDONMENT 


Examiner Ralph R. Molster, in a proposed report in Finance 
No. 10200, Norfolk & Western Railway Co. abandonment of op- 
eration, has recommended that division 4 of the Commission 
find in favor of abandonment of operation of the applicant's 
Speedwell extension from Speedwell Junction to Speedwell, in 
Wythe county, Va., 16.45 miles, but deny the application as to 
abandonment of operation of the Reed Island branch extending 
from Reed Junction to Betty Baker Mines, 12.24 miles, in Pulaski, 
Carroll and Wythe counties, Va. The application was opposed 
by Wythe, Carroll, Grayson and Floyd counties and by citi- 
zens of Sylvatus, about 2.5 miles from Betty Baker Mines and 
the main shipping point on the Reed Island branch. The ap- 
plicant included in the Speedwell extension abandonment the 
Norma branch, which extends 1.38 miles from Cripple Creek, 
Va. 

Results of operation of the Reed Island branch in the five 
years, 1928-32, were computed by the applicant as follows: Op- 
erating revenues, $19,045; operating expenses, $130,123; taxes, 
$16,065; and total deficit, $127,144. Similar figures for the Speed- 
well extension were: Operating revenues, $37,159; operating 
expenses, $185,614; taxes, $22,310; total deficit, $170,765. 

Protestants objected to applicant’s statement of the rev- 
enues and expenses assignable to the branch. Examiner Mol- 
ster said it appeared that if the bases of the applicant’s calcu- 
lations might be considered unduly favorable to the branches, it 
was still apparent that, on any reasonable basis of calcula- 
tion, their operation involved losses in the period 1928-32. 
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“While the applicant’s operating revenues declined from 
$117,631,000 in 1929 to $62,775,000 in 1932, and $51,315,000 in 
nine months of 1933, through greatly reduced expenses of op- 
eration it has managed to fare well during the depression,” said 
Mr. Molster, “earning net income of $16,984,000 in the poorest 
year, 1932, and $16,017,000 in nine months of 1933. The appli- 
cant is therefore fully able to sustain minor losses from un- 
profitable branches if the alternative relief therefrom would 
result in disproportionate detriment to the public served. The 
transportation needs of a community or section must be weighed 
against the burden that the cost of rehabilitation, maintenance 
and operation would impose upon interstate commerce. Chi- 
cago, M., St. P. & P. R. R. Co. abandonment, 184 I. C. C. 687.” 

In his conclusions as to the Speedwell extension, the ex- 
aminer said the territory tributary to it was fairly accessible 
to applicant’s main line, or to Ivanhoe, and most of its traffic 
would necessarily be handled through these outlets or others 
on the applicant’s railroad. He said the added hauls would 
increase the difficulty of marketing mine props, ties, and such 
products, and increase the cost of hauling in fertilizer and other 
heavy supplies. 

“Abandonment of operation would probably be a severe 
blow to the small settlements on the line, but continued opera- 
tion is not justified, especially as there is no prospect of in- 
crease in the small amount of traffic available since the mineral 
movement ceased,” said he. 

As to the Reed Island branch, however, the examiner said 
abandonment of operation would considerably increase the hauls 
of forest products and inbound fertilizer, and would seriously 
injure businesses at Sylvatus and High Rock, and added: 


It is doubftul that the relief sought by the applicant would not be 
outweighed by the resultant hardships to the public and the doubt 
must be resolved in favor of the public. That is not to say that the 
applicant should be foreclosed from renewing its proposal if the 
traffic continues to decline or if losses increase. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10481, permitting the Pere 
Marquette Railway Company to abandon a line of railroad in Ottawa 
and Muskegon Counties, Mich., approved. 

Report and certificate in F. D. No. 10485, permitting the Western 
Maryland Railway Company to abandon a branch line of railroad in 
Mineral County, W. Va., approved. 

Report and order in F. D. No. 10479, authorizing acquisition by 
the Southern Pacific Railroad Company of the properties of the New 
Mexico & Arizona Railroad Company and of the Tucson & Nogales 
Railroad Company, approved, 

Report and certificate in F. D. 10492, permitting the Tuscarora 
Valley R. R. Co. to abandon, as to interstate and foreign commerce, 
its entire railroad in Juniata and Huntington counties, Pa., ap- 
proved, 





FINANCE APPLICATIONS 


Finance No. 10555. Litchfield & Madison Railway Co. asks author- 
ity to issue $1,000,000 of first mortgage 5 per cent sinking fund bonds 
to be dated November 1, 1934, and to mature November 1, 1959, to pay 
a like amount of 5 per cent first mortgage 30-year gold bonds due 
November 1, 1934, and to sell them at 92% per cent of the principal 
amount to. Stifel Nicolaus & Co., Inc., of St. Louis, Mo. The appli- 
cant said it would make up the difference between the amount re- 
ceived for the new bonds and the amount necessary to pay off the 
old bonds. Of the old bonds $945,000, face value, are in the hands of 
the public while $55,000 are held by applicant in its treasury. Appli- 
cant said it would purchase the $55,000 of new bonds and cancel the 
old ones. 

Finance No, 10556. The Missouri-Kansas Belt Railway & Terminal 
Co. asks authority to purchase from the Imperial Terminal Building 
Co. $3,500,000 of the first mortgage bonds of the company for $2,100,000 
and 14,000 shares out of 15,000 shares outstanding of common stock 
for $350,000, to provide itself with terminal facilities in Kansas City, 
Mo. 


M. & ST. L.-C. B. & Q. COORDINATION 


Approval has been given by the Commission, division 4, in 
Finance No. 10211, Minneapolis & St. Louis Railroad Co. receiver 
et al. operation, etc., to a plan for the coordination of facilities 
between Winfield and Oskaloosa, Ia., by the Minneapolis & St. 
Louis and the Chicago, Burlington & Quincy. The Commission, 
in its report, said that the coordination would effect a large sav- 
ing in transportation cost, benefiting both carriers and that 
the proposed change in the receiver’s trackage operation would 
tend further to reduce his operating expenses. 

The total population at the several stations proposed to be 
abandoned, the Commission said, was only 178 and that the 
greatest distance between the affected lines of the Burlington 
and the Minneapolis & St. Louis was about 4.5 miles. Aided 
by improved highways, the report said, trucking in this section 
had greatly increased in recent years, as was shown by the 
record of trucks registered in several of the counties traversed 
by the rail lines under consideration. 

As presented by the Minneapolis & St, Louis and the Bur- 
lington, the plan called for abandonment, construction and trans- 
fer of lines whereby the operation of the Burlington between 
Winfield and Tracy, Ia., approximately 83 miles, would be dis- 
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continued and operation by W. H. Bremer, receiver of the M. & 
St. L. would be installed; permission for the abandonment of 
operation by the receiver under trackage rights over the Rock 
Island between Oskaloosa and Des Moines, approximately 63.4 
miles between Oskaloosa and Des Moines; and for authority 
to the receiver to operate under trackage rights, over the line 
of the Burlington between Tracy and Des Moines, approximately 
49 miles. Objections were offered by the communities that would 
be adversely affected. Seven component and interdependent 
parts composed the plan, each providing for compensation and 
estimates of savings in the transportation of cars. The new con- 
struction involved is an interchange track estimated to cost 
$3,074 to be shared equally. 

Although the Commission, in its plan for the consolidation 
of railroads, assigned the Burlington and the M. & St. L. to dif- 
ferent systems, the applicants contended that their plan would 
be in the public interest because it would strengthen both car- 
riers. It was argued, the Commission said, that the condition of 
the railroads was such that unnecessary losses could not be car- 
ried. Even in 1929, it was said, the operation of the branch 
the Burlington was to surrender, resulted in a substantial loss 
to its owner. Increasing losses, it was added, followed largely 
due to the use of highways. 

As to the Burlington it was stated that $109,634 would be 
saved annually on taxes and maintenance alone and that $70,761 
would be recovered in salvage from the portions of the line to 
be abandoned. 

Regarding the M. & St. L. it was said that its initial outlay 
by reason of the plan was $64,012, to be provided from current 
funds. Yapital account, it was asserted, would be by about 
$100,000, after charging off a line the M. & St. L. was to abandon. 
After making a study of the traffic now handled by the Burling- 
ton it was estimated by the receiver of the M. & St. L. that he 
would gain $69,019 a year in additional gross revenue, with an 
increase of $24,215 in operating expenses on the lines to be ac- 
quired. Savings in other operating expenses, due to better 
grades and other conditions, were estimated at $105,429, and, 
after taxes and equipment rents, the net result was shown as a 
gain of $130,858 a year. Additional train service was estimated 
at 50 cents a train mile. It was stated that railroad labor forces 
would be reduced by about 15 men, receiving an annual compen- 
sation of $30,000, based on present service. 

The certificate issued in connection with this plan calls for 
commencing the new construction not later than October 1 and 
completion not later than December 31. 





Cc. & P. BONDS 


In Finance No. 10527, Cleveland & Pittsburgh Railroad Co. 
bonds, the Commission, by division 4, has authorized the appli- 
cant to issue $653,000 of general and refunding mortgage 44% 
per cent gold bonds, series B,‘to be delivered to the Pennsyl- 
vania Railroad Co. in settlement of a like amount of indebted- 
ness, and the Pennsylvania to guarantee the bonds. 


c. G. W. ABANDONMENT 


The Commission, by division 4, in Finance No. 10223, 
Chicago Great Western Railroad Co. abandonment, has author- 
ized the applicant to abandon a branch line of railroad extend- 
ing from Eden to Mantorville, 6.862 miles, in Dodge county, 
Minn. The Minnesota Railroad and Warehouse Commission and 
the Northwestern Lumbermen’s Association intervened in oppo- 
sition to the application. 

It was clear from the facts of record, said the Commission, 
that the branch could not be safely operated without an un- 
justifiable expenditure for rehabilitation; that there was in- 
sufficient rail traffic in the tributary territory to support it, 
and that continued operation would impose an undue burden 
on the applicant’s resources and upon interstate commerce. 


LOANS TO RAILROADS 


Commenting on figures showing that in the year ended June 
30 only $12,860,504 in new loans to railroads were authorized by 
the Reconstruction Finance Corporation and that repayments 
totaling $37,717,226.38 exceeded disbursements to railroads of 
$31,917,442.53 on new and old loan authorizations, Chairman Jesse 
H. Jones said they indicated improvement in railroad credit 
and that he believed railroad credit was going to continue to 
improve, 

The refinancing plan worked out for the Baltimore & Ohio 
was an indication of improvement in the railroad credit situa- 
tion, the chairman thought, information coming to him showing 
that the proposed issue of $50,000,000 of notes was going very 
well. He added that that also indicated that the rate for the 
proposed loan was right, the reference being to the reduced rate 
of cost to the B. & O. as compared with the rate of 5% per cent 
originally proposed for floating an issue of $25,000,000 of notes. 
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Chairman Jones said the RFC stood ready to cooperate with 
other railroads, as it had with the B. & O., to assist them in get- 
ting their interest rates down. 

Not much demand on the RFC for railroad loans because of 
inability to get money elsewhere is anticipated by the chairman, 
but he announced the RFC would “be here to help out” if the 
railroads needed help. 

The following was contained in a statement issued by the 
chairman giving a summary of activities of the RFC from July 
1, 1933, to June 30, 1934: 


Loans to Railroads and Railroad Receivers 


(Included in total authorizations and commitments p. 1) 
Authorized (6 loans to 6 railroads). ....$12,860,504.00 
Canceled or withdrawn ..... pees e CG 6 wk ob Obe eases eee 1,779,953.47 
SEE Guweceveder eb chose esenosernitecesé VWebatns bb eens 31,917,442.53 
Repaid (5 roads paid in full during fiscal year 

66 ce ea ve dees sn dane evades keaton veeteks $7,717,226.38 

The outstanding balances of all railroad loans on June 30, 1934, 
aggregated $353,384,567.35. The aggregate market or appraised value 
of all collateral is $584,657,091. 

While all railroad loans were authorized by the Interstate Com- 
merce Commission and the collateral certified as fully and adequately 
securing the loans, there appears to be at this time a deficiency in 
the present market or appraised value of collateral securing loans to 
10 roads. 

Two roads, the Central of Georgia and the Chicago, North Shore 
& Milwaukee, have gone into receivership, and four roads, the Mis- 
souri Pacific, St. Louis & San Francisco, Chicago & Eastern Illinois, 
and Chicago, Rock Island and Pacific, have gone into bankruptcy 
since the loans were made. These appear to be inadequately se- 
cured at this time. 

Also the collateral securing loans to 4 other carriers appears 
somewhat deficient on the basis of present market and estimated 
value of collateral not readily marketable. 

Our Railroad Division estimates the total deficiency of the 10 
roads involved to be approximately $23,000,000. 


Chairman Jones said the indebtedness to the RFC of the ten 
railroads whose collateral was deficient total about $59,000,000. 

On the whole, said he, the corporation would not show a loss 
as the result of making loans to the railroads, the profits from 
the good loans offsetting the losses that might have to be met. 

Public Works Administrator Harold L. Ickes has announced 
that he has signed a contract for a loan of $255,000 to the Gulf, 
Mobile & Northern Railroad Company, “which will create em- 
ployment for its track forces and for men working in indus- 
tries which will produce 2,150 tons of rail and the necessary 
fastenings for it, 16,200 cross ties and 52,000 tons of ballast which 
will be purchased for roadway improvements to be made with 
the loan.” 

This is the third loan to the G. M. & N., the first being for 
$210,000 to put the company’s shopmen to work on the job of 
building 100 new freight cars in its shops at Mobile, Ala., and 
Bogalusa, La., and the second being for $232,000 for the pur- 
chase of 150 new box cars being built by the American Car & 
Foundry Co. in its St. Louis plant. A fourth contract covering a 
loan of $519,000 for the purchase of new cars and engines is in 
course of preparation, 


B. & O. REFINANCING 


Announcement recently by Jesse H. Jones, chairman of 
the Reconstruction Finance Corporation, that railroads should 
not have to pay more than 5 per cent for borrowed money and 
that the corporation stood ready to lend the Baltimore & Ohio 
Railroad Co. money needed by it for refinancing purposes, has 
now been followed by a formal announcement by Chairman Jones 
as to private bankers, handling the B. & O. refinancing program 
at a lower cost than originally proposed with the RFC promising 
to lend the B. & O. such amount of money as it needs under its 
program and which it does not obtain privately under the plan. 
Originally the carrier had been expecting to pay 5% per cent for 
private money. That expectation brought the declaration that 
railroads should not have to pay more than 5 per cent for money. 
Chairman Jones’ statement follows: 


The Baltimore & Ohio Railroad Co. has authorized its bankers, 
Messrs. Kuhn, Loeb and Co. and Messrs. Seyer and Co., to sell, as 
agents for the road, a $50,000,000 five-year 44%.% secured note issue at 
par and accrued interest. The present approximate market value of 
the collateral securing the issue is 170% of the loan and consists of: 
232,000 shares (par value $11,600,000) first preferred stock of the 
Reading Co.; 332,000 shares (par value $16,600,000) second preferred 
tock of the Reading Co. (each share being convertible, at option of 
the Reading Co., into one-half share first preferred stock and one- 
half share common stock); 566,000 shares (par value $28,300,000) com- 
mon stock of the Reading Co. and $38,000,000 principal amount, re- 
funding and general mortgage 6% bonds, series ‘‘E,”’ due April 1, 
2000, of the Baltimore & Ohio Railroad Co. 

The dividends as presently being paid by the Reading Co. on the 
stock, which in part secures this issue, exceed the interest require- 
ments on these notes. 

The bankers’ charge, including their expenses incident to offering 
the issue, is to be one per cent of the face value of the notes sold 
by them. The proceeds of the issue will be utilized to pay at ma- 
turity, $17,500,000 two-year 6% notes held by the public due on August 
10, and the balance is for paymext of $25,500,000 due the Reconstruc- 
tion Finance Corporation on August 10 and for other corporate pur- 
poses, including payment of temporary bank loans aggregating $4,- 
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275,000, the latter sum being the railroad company’s entire indebted- 
ness of this character. 

The Reconstruction Finance Corporation has agreed, subject to 
approval of the Interstate Commerce Commission, to lend the Balti 
more & Ohio Railroad Co. at the same rate and terms any part of 
the $50,000,000 issue that the bankers do not sell—that is, 99% of the 
face value of the notes, or at a gross cost to the railroad company of 
4.70% interest, including bankers’ commissions and expenses. 

By handling these notes on this basi&’, the bankers are cooper- 
ating with the Administration in reducing interest rates 

The negotiations which have been under way for several weeks 
were concluded in New York City by Chairman Jones, of the Recon- 
struction Finance Corporation, and Mr. G. M. Shriver, senior vice 
president acting for the Baltimore & Ohio Railroad Co., and Mr. 
George W. Bovenizer for the bankers. 

Formal application to the Commission for approval of the 
plan for its refinancing in accordance with the plan announced 
by Chairman Jones was made by the Baltimore & Ohio in 
Finance No, 10554. The application sets forth.-the terms upon 
which it proposes to obtain money in the usual way from the 
bankers, with the RFC pledged to take any part of the notes not 
disposed of by the banks. 

In Finance No. 10553, the Baltimore & Ohio asked authority 
to issue the $50,000,000 of five-year 4% per cent secured notes 
and to pledge collateral as security therefor. 





ROCK ISLAND COUNSEL FEE 


Extra compensation of $10,000 to M. L. Bell, vice-president 
and general counsel of the Chicago, Rock Isiand and Pacific, in 
1933 for “out-of-routine work in connection) with the unification 
and new mortgage” of the Rock Island ha&S been brought into 
issue by the Commission. The matter has been referred to the 
Reconstruction Finance Corporation. The Rock Island is in the 
hands of trustees under the reorganization provisions of the 
bankruptcy act. The trustees expressed the opinion that the 
payment to Mr. Bell was a valid one for additional work and 
within the power of the directors to authorize. Mr. Bell’s regular 
salary in 1933 was $32,529. The extra compensation, according 
to the Commission, was authorized June 7, 1933, the date the 
company took advantage of the reorganization provisions of the 
bankruptcy act. 


IMPORTED WOODPULP 


Answering requests for the suspension of tariffs reducing 
rates on woodpulp from north Atlantic ports to points in official 
territory, W. R. Askew, chairman of the freight traffic managers’ 
committee of the Trunk Line Association, declared that the car- 
riers were again attempting by the proposed reductions to in- 
duce the movement of traffic through the north Atlantic ports. 
He said that recent conferences with importers of woodpulp 
had demonstrated to the railroads that rates on the level pro- 
posed were necessary to regain the traffic through the north 
Atlantic ports. It was at once apparent, he’ said, that a large 
amount of needed revenue was now being lost to the rail lines 
and it was believed that the proposed reductions would be suf- 
ficient to regain a large part of the traffic, thereby increasing 
the carriers’ revenue. 

Approximately 300,000 tons of imported woodpulp, Mr. 
Askew said, had come into the country through Montreal and 
thence through the St. Lawrence’ River and the Great. Lakes, 
reaching the United States at certain Michigan cities as the 
first ports of the United States entry of which South Haven, 
Mich., was the principal one. South Haven, he said, had become 
the principal port of entry into the United States of imported 
woodpulp from Norway and Sweden to the detriment of rail 
lines serving the north Atlantic ports of the United States. 
Much woodpulp, Mr. Askew said, moved into the United States 
on consignment, that is, it entered the United States before it 
was sold. South Haven had become, he said, the consignment 
port of the United States and from that port the commodity 
had been distributed by truck and by rail into Michigan, Ohio 
and Indiana, and even back as far as Pennsylvania and New 
York. Mr. Askew said that an unusually large quantity of wood- 
pulp was now in the United States awaiting distribution and, 
therefore, it was necessary to extend these experimental rates 
to June 30, 1936. 

Under the present rates, Mr. Askew said, the situation was 
that Pacific coast woodpulp moving via the Intercoastal Steam- 
ship Lines entered the United States through the North At- 
lantic ports, while the majority of the import woodpulp was mov- 
ing through Montreal and the Great Lakes. It was clear, there- 
fore, he said, that the protestants in shipping woodpulp from 
the Pacific coast would have no lower cost to meet on import 
woodpulp. and, therefore, would not be injured by the mainte- 
nance of their present rates. 

As to the protest of the port authority of Albany, N. Y., 
Mr. Askew said that the Albany lines naw had in course of 
preparation an application to the Commission for fourth section 
relief to permit them to establish to and from Albany a basis 
for rates on water-borne traffic that would include woodpulp 
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and all other commodities that moved into and out of Albany by 
water. He suggested the Albany Port Commission should await 
the result of that new plan for import rates which was designed 
to give to Albany its proper relation to the other ports. 

By order in I. and S, 4016, the Commission suspended 
from July 20, 1934, until February 20, 1935, the operation of cer 
tain schedules as published in Supplement No. 55 to Agent W. S. 
Curlett’s tariff, I. C, C. No. A-273, Supplement No. 19 to Agent 
Frank Van Ummersen’s tariff, I. C. C. No. 220, and other tariffs. 

The suspended schedules propose to reduce rates on import 
woodpulp, carloads, from north Atlantic and Canadian ports to 
central and trunk line territories, and from Gulf ports to points 
in Illinois and Indiana. The following is illustrative: 


Rates in cents per 100 pounds, woodpulp, carloads, from New York, 
N. Y., to Carthage, N. Y., present minimum 50,000 pounds, 17; pro- 
posed minimum 60,000 pounds, 15. Rates in cents per 100 pounds, wood- 
pulp, carloads, from New York, N. Y., to Kalamazoo, Mich., present 
minimum 50,000 pounds, 29%; proposed minimum 60,000 pounds, 23%. 
Rates in cents per 100 pounds, woodpulp, carloads, from New York, 
N. Y., to Chicago, IL, present minimum 560,000 pounds, 38; proposed 
minimum 60,000 pounds, 26%. 


SUSPENDED TARIFFS 


In I. and S. No. 4011, the Commission has suspended from 
July 15 until February 15 schedules in supplement No. 52 to the 
Cleveland, Cincinnati, Chicago & St. Louis I, C. C. No. 8602. The 
suspended schedules propose to eliminate reciprocal switching 
rates on carload traffic between the firm of Raile & Morrison 
and point of interchange with the B. & O. R. R. (west) at 
Greenville, O. 

In I. and S. No. 4012, the Commission has suspended from 
July 15 until February 15 schedules in supplement No. 13 to 
Curlett’s I. C. C, No. A-420, supplement No, 49 to Jones’ I. C. C. 
No. 2627, and numerous other tariffs of agents and individual 
lines. The suspended schedules propose to revise rates on paper 
stock, carloads, between points in official classification terri- 
tory by canceling present commodity rates and applying in lieu 
thereof sixth class rates, minimum 24,000 pounds, or 25 per 
cent of first class, minimum 30,000 pounds, which would result 
in both increases and reductions. 

In I. and S. No. 4013, the Commission has suspended from 
July 15 until February 15 schedules in supplement No. 2 to Johan- 
son’s I, C. C, No. 2587, supplement No. 4 to the Atchison, Topeka 
& Santa Fe I. C. C. No, 12392, supplement No. 2 to St. Louis- 
San Francisco I. C. C. No, 9835, and other tariffs issued by 
agents and individual lines. The suspended schedules propose 
to restrict the application of rates on vegetable oils, in carloads, 
to and from points in western trunk line and southwestern ter- 
ritories so that such rates will only apply when shipments are 
in bulk in barrels or drums of not less than 42-gallon capacity, 
in tank cars, and in solidified form in bulk in bags or sacks. The 
suspended schedules also propose to restrict rates and transit 
arrangements on vegetable oils so as not to apply on lard sub- 
stitutes, lard compounds and vegetable oil shortenings, in plas- 
tic form, 

In I. and 8S. No. 4014, the Commission has suspended from 
July 18 until February 18 schedules as published in supple- 
ments Nos. 6 and 9 to joint tariffs, Curlett’s I C. C. No. A-430, 
Johanson’s I. C, C. No. 2602, Jones’ I. C. C. No. 2700, Van Ummer- 
sen’s I. C. C. No. 228, and other tariffs. The suspended sched- 
ules propose to reduce all-rail rates on malt liquors, carloads, 
from Central Freight Association territory to the Southwest, 
and on empty returned containers in the opposite direction. 
The following is illustrative, rates being in cents a 100 pounds: 


Malt liquors from Evansville, Ind., to Little Rock, Ark., present 
rate 49, proposed rate 42; malt liquors from Evansville, Ind., to Beau- 
mont, Tex., present rate 68, proposed rate 57. 

Containers to Evansville, Ind., from Little Rock, Ark., present rate 
33, proposed rate 27; containers to Evansville, Ind., from Beaumont, 
‘ 


Tex., present rate 45, proposed rate 37. 

In I. and S. No, 4015, the Commission has suspended from 
July 18 until February 18 schedules as published in supplements 
28 and 29 to Speiden’s I, C,. C. No. 1748. The suspended sched- 
ules propose to reduce the rate from 2 cents to 1 cent a 100 
pounds on imported raw sugar, in carloads, from New Orleans, 
La., to Gramercy and Reserve, La., via the Louisiana & Arkansas 
when the refined sugar moves from Gramercy or Reserve via 
that carrier, 


COMMISSION ORDERS 


No. 26402, Weyerhauser Timber Co. vs. Pennsylvania et al. Centra] 
Pennsylvania Lumber Co. permitted to intervene. 

No. 17000, part 3, cotton, rate structure investigation, and cases 
grouped therewith. Order entered herein on June 9, 1931, is further 
modified by eliminating the date, August 1, 1934, appearing in the last 
line of the first ordering paragraph of said order of July 3, 1933, and 
substituting in lieu thereof the date, August 1, 1935. 

No. 26152, Sub. 2, Grand Island Livestock Commission Co. et al. vs. 
Alton et al. Complaint dismissed, parties having entered into a sat- 
isfactory agreement. 

No, 25168, Johnson City Foundry & Machine Co., Inc., vs. Southern 
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et al. Complaint dismissed, no advice having been received from 
complainant to the contrary. 

No. 26333, Armour & Co, vs. B. & O, et al. Complaint dismissed, 
agreement having been reached between the parties. 

No. 25849, Mississippi Valley Barge Line vs. A. & S. et al. Com 
plaint dismissed upon complainant's request. 

No. 25556, State Terminal Co., Ltd., et al., vs. A. T. & S. F. et al 
Complaint dismissed, upon stipulation between complainants and de 
fendants upon consideration of record. 

No. 14259, Sub. 1, Lybeck Grain Co. vs. G. N. et al. Complaint 
dismissed for want of prosecution. 

No. 24304 and Sub. 1, Hildreth Granite Co. vs. B. & M. et al 
Petition of complainant for reconsideration and/or reargument on 
question of reparation denied. 

No. 24892, Alberene Stone Co. vs. A. & R. et al. Complaint dis 
missed upon complainant's request. 

No, 25998, Scoular-Bishop Grain Co. vs. M. & St, L. et al. Peti 
tion of complainant for reconsideration denied. 

No. 26488, East Tennessee Border Traffic Association vs. A. C. & 
Y. et al. Cincinnati, New Orleans & Texas Pacific permitted to inter 
vene, 

No. 26512, Blackwood Coal & Coke Co, et al. vs. Interstate et al 
Alabama Mining Institute permitted to intervene. 

Finance No. 10070, B. & M. notes. The order of this Commission 
by division 4, entered in this proceeding on July 27, 1933, 193 I. C. C 
331, authorizing the Boston and Maine Railroad to issue not exceeding 
$8,930,563 of promissory notes, is modified so as to permit said carrie: 
to issue, reissue, renew, or extend from time to time promissory note: 
in renewal of any notes heretofore or hereafter lawfully issued pursu 
ant to said order, including among the renewal notes to be issued 
any note or notes issued in lieu of its two outstanding renewal notes 
for $500,000 each dated May 9, 1934, and other notes for $500,000 each 
dated April 30, 1934, May 28, 1934, and June 6, 1934, which were issued 
without the authorization of this Commission; said notes to be sold 
or otherwise disposed of at par and to bear interest at a rate or rates 
not exceeding 6 per cent per annum and the last note of any series 
of renewal notes to mature not more than 3 years after the date of 
the original note provided, however, and the authority herein granted 
is upon the express condition, that said notes dated April 30, 1934, 
May 9, 1934, May 28, 1934, and June 6, 1934, shall be taken up and 
canceled concurrently with the issue of any new notes in lieu thereof 

No. 14140, Solomon-\Wickersham Co. vs. S. M. V. et al. and cases 
grouped therewith. Supplemental petition of defendants for vacation 
and withdrawal of findings and order relating to reparation and thelr: 
request for oral argument on petition denied. 

No. 17000, part 13, Salt. Rate structure investigation, and No, 
20937, and Sub. 1, American Co, of Arkansas et al. vs. A. D. & N. et al 
Respondents (operating in southeastern and Carolina territories i: 
No. 17000, part 13) petition for reconsideration and complainants 
petition in No. 20937 and Sub. 1, for reconsideration denied. 

No, 13095, Anderson Lumber Co. vs. N. P. et al, Concluding 
paragraph of order of March 12, 1934, by which this proceeding wa 
reopened for further hearing rescinded, and order of March 12, 1934, 
in so far as it modified the order of January 24, 1934, by eliminating 
the word “southeastern” shall remain in full force and effect until 
the further order of the Commission. 

No, 25063, Minnesota Valley Canning Co. vs. Alton et al. Pe 
tition of complainant for reconsideration denied. 

No. 24945, Muscle Shoals White Lime Co. vs. A. G. S. et al Pe 
tition of Agents of Southwestern Freight Bureau Lines and Southern 
Freight Association lines for vacation of order or for reconsideration 
denied, 

No, 24486 and Sub. 1, Galesburg Horse & Mule Co., Inc., et al. vs 
A. C. & Q. et al., and No. 25184, George Thompson et al. vs. B. & O 
et al, Petition of complainants in No, 24486 and Sub. 1, for further 
hearing, denied, 

No. 18732, Andrews Brothers et al. vs. Pennsylvania et al., and 
No. 19500, George L. Collins Co, et al. vs. Pennsylvania et al Pro 
ceedings reopened for further hearing at such time and place as 
Commission may hereafter direct. ; : 

No, 25929, Metropolitan League of Erie Commuters vs. Erie. Pe 
tition of complainant for reargument denied ; ! 

No. 25413, Skelly Oil Co. vs. A. & S. et al. Stott Briquett Co 
permitted to intervene. : . 

No, 26161, Bedford Pulp & Paper Co. vs. Bush Terminal et al 
Petition of complainant for argument and reconsideration denied. 

Finance No. 10368, A. T. & S. F. et al. abandonment, operation, 
etc. Certificate of May 10, 1934, in this proceeding, is modified by 
eliminating therefrom the proviso requiring the commencement and 
completion of construction of the connecting lines on or before June 
30, 1934, and August 30, 1934, respectively, pending further order 
herein. 

No. 24957 and Sub. 1, Christian Feigenspan vs. D. & H, et al 
Defendants’ motion to defer the entry of a reparation order over 
ruled. 

No. 26571, Southwestern Millers’ League et al. vs, C. & O. et al 
Tex-O-Kan Flour Mills Co. permitted to intervene, ; 

No. 22823, F. S. Royster Guano Co. vs. B. & O, et al., and cases 
grouped therewith. Order entered herein on January 18, 1934, I 
further modified to become effective on October 15, 1934, upon not 
less than 30 days’ notice in so far as it requires the establishment 
of rates from Warners and Carteret, N. J., and Baltimore, Md., t 
points in Virginia and southern territory. 

Fourth Section Application No. 12278, paper and paper article: 
to New Orleans. Fourth section application No, 12278 is reopened 
for further hearing and further consideration upon the question of 
the propriety of continuing in force the authority granted therein 
by fourth section order No, 8891, to maintain lower rates to New 
Orleans, La., and Jackson,-Miss., than to intermediate points. 


BERRIES, FOURTH SECTION 


The Commission, by division 2, by means of fourth section 
order No. 11630, berries from, to, and between points in south 
ern territory, not a report and order, has modified fourth sec 
tion order No. 11098, by authorizing the carriers until 90 days 
after the report and order may be made in I. and §S. No. 3929, 
berries from, to, and between points in the south, to establish 
and maintain the commodity rates in effect on December 9, 
1933, on berries, fresh or green, carloads, from, to and between 
points southern territory without observing the long and short 
haul part of section 4. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





(City Court of New York, Trial Term, Bronx County.) 
Without stipulation in bill of lading, common law required 
notice of arrival when vessels were irregular as to time of sail- 
ing or time of arrival or circumstances demanded notice. (Mur- 
phy vs. Export S. S. Corporation, 271 N. Y. Sup. 880.) 

Steamship owner failing to give notice of discharge of 
goods into lighter as required by contract of carriage held 
liable for loss when lighter sank.—Ibid. 

Lighterage and end of tackle clauses of bill of lading and 
clause requiring notice of discharge to be given consignees or 
shipper must be read together.—Ibid. 

In action against steamship owner for damage to goods 
carried, in which proof showed waiver of presentation of formal 
claim for damages, pleadings may be deemed amended accord- 
ingly.—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of North Carolina.) Person operating 
motor vehicles for hire without regard to fixed termini is not 
required to procure franchise certificate, it being sufficient if 
he procures “for hire” license (Code 1931, Secs. 2613 (k), 2613 
(1), 7880 (96). (Winborne vs. Mackey, 174 S. E. Rep. 577.) 

Persons engaged in carrying passengers by motor vehicles 
for compensation indiscriminately and in pursuit of business 
enterprise held not within class exempted from franchise cer- 
tificate requirements by statutory proviso allowing persons to 
make “casual trips” (Code 1931, Secs. 2613 (k), 2613 (1)).—Ibid. 

Persons operating motor vehicles for hire between town 
and another place were not required to obtain franchise cer- 
tificate if latter place was not a town or city (Code 1931, Secs. 
2613 (k), 2613 (1)).—Ibid. 

Where no act of incorporation was called to Supreme 
Court’s attention, court could not take judicial notice that 
— place was town or city (Code 1931, Sec. 2613 (k)).-- 
bid. 

In determining whether defendants, after allegedly obtain- 
ing “for hire” license, could lawfully operate motor vehicles 
for compensation on certain highway without obtaining fran- 
chise certificate, question whether any other person or cor- 
poration held valid franchise over such highway held immaterial 
(code 1931, Secs. 2613 (k), 2613 (1), 7880 (96)).—Ibid. 

(Supreme Court of North Carolina.) Mail carrier who had 
allegedly paid “for hire” license taxes and was operating motor 
vehicles which, besides mail, transported passengers and prop- 
erty for compensation as business between cities and towns on 
certain highway held not entitled to carry on such business 
without francihse certificate, regardless of fact that no other 
person held franchise on such highway, such vehicles not being 
exempt from certificate requirements as “used exclusively in 
carrying * * * mail” (Code 1931, Secs. 2613 (k), 2613 (1), 7880 
(96)). (Winborne vs. Browning, 174 S. E. Rep. 579.) 








(Supreme Court of North Carolina.) Mail carrier operat- 
ing, on approximate schedule, motor vehicles transporting, be- 
sides mail, passengers and property for hire as qa business be- 
tween certain towns, held required to obtain franchise cer- 
tificate, regardless of alleged payment of “for hire” license taxes 
and regardless of fact that there was ne valid outstanding 
franchise for passenger transportation on highway involved 
(Code 1931, Secs. 2613 (k), 2613 (1), 7880 (96)). Winborne vs. 
Sutton, 174 S. E. Rep. 580). 


(Supreme Court of Mississippi, Division A.) Railroad Com- 
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mission, failing to enter on its minutes order continuing pro- 
ceeding to revise tariff charges after motions to adopt certain 
rates were lost for lack of seconds, finally discontinued cause, 
and could not revise charges at subsequent meeting without 
ten days’ notice to railroads (Code 1930, Secs. 7023 et seq., 
7029, 7031). (Mississippi Railroad Commission et al. vs. Gulf, 
M. & N. R. Co. et al., 155 So. Rep. 212.) 


(Supreme Court of Tennessee.) Occupation, business, 
trade, custom, or practice having inherent within it germs of 
fraud or Ganger to public safety, affording plausible cover for 
practices which may result in defrauding or endangering safety 
of public, may be regulated, restricted, or, if necessary for 
complete protection, prohibited by Legislature in its discre- 
tion in exercise of police power. (Bowen vs. Hannah et al., 
71 S. W. Rep. (2nd) 672.) 

It is common knowledge that danger to life and limb and 
property is attendant on practice of conveying unknown and 
unvouched for persons, or being conveyed by them, in automo- 
biles over highways, especially for considerable distances 
through long stretches of sparsely settled districts.—lIbid. 

Statutory requirement that motor transportation agents 
acting as intermediaries between prospective travelers and 
private automobile carriers give bonds covering defaults in 
transportation contracts and loss from negligence in operat- 
ing automobiles, if essential to protection from inherent danger, 
held proper exercise of police power, even if prohibitive, in 
effect, of business of motor transportation agent, thereby de- 
priving such agent of property rights (Pub. Acts 1933, c. 119, 
Secs. 1, 13; Const. Tenn., art. 1, Sec. 8; Const. U. S. Amend. 
14).—Ibid. 

Statute requiring motor transportation agents acting as 
intermediaries between prospective travelers and private auto- 
mobile carriers to obtain license, and give bonds covering de 
faults in transportation contracts and loss from negligence in 
operating automobiles held reasonable exercise of police power, 
hence not violative of constitutional provisions against abridge- 
ment of privileges and immunities, denial of due process and 
equal protection, deseizure of privileges, or deprivation of prop- 
erty (Pub. Acts 1933, c. 119, Sec. 13; Const. Tenn., art. 1, Sec. 
8; Const. U. S. Amend. 14).—Ibid. 

Statutory requirement that motor transportation agents 
acting as intermediaries between prospective travelers and 
private automobile carriers give bonds covering defaults in 
transportation contracts and loss from negligence in operating 
automobiles held not invalid as impossible of performance, so 
as to, in effect, prohibit business of motor transportation agent 
(Pub. Acts, 1933, c. 119, Sec. 13).—Ibid. 

Statute requiring motor transportation agents acting as 
intermediaries between prospective travelers and private auto- 
mobile carriers to obtain license, and give bonds covering de- 
faults in transportation contracts and loss from negligence in 
operating automobiles held valid as exercise of police power 
applied to business conducted wholly within state, hence not 
in contravention of commerce clause, although incidentally 
affecting interstate commerce (Pub. Acts 1933, c. 119, Sec. 18; 
Const. U. S. art. 1, Sec. 8, cl. 3).—Ibid. 





(Kansas City Court of Appeals, Missouri.) Assignments 
of error in numerical order, without assignments of reasons, 
references to record or citation of authorities, present nothing 
specific for review. (Cholet vs. Phillips Petroleum Co., 71 S. W. 
Rep. (2nd) 799.) 

Corporation, retaining control of operation of large truck 
for transportation of its products to customers by contract re- 
quiring driver, designated as “agent,”’ to make sales according 
to instructions and at prices fixed by its division manager, can- 
not escape liability for injuries caused by agent's negligent 
driving by providing for his payment on commission basis.— 
Ibid 

Whether truck driver, designated as petroleum company’s 
“agent” in contract with it, was independent contractor, held 
law question for court in action against company for injuries 
caused by driver’s negligence.—Ibid. 

Evidence in action for injuries to actress, traveling between 
show points in automobile driven by her husband at time of 
collision with truck, held insufficient to take to jury question 
of joint enterprise warranting imputation of his negligenee 
to plaintiff.—Ibid. 

Evidence in action for injuries to wife, riding in automobile 
driven by her husband at time of collision with truck driven 
by defendant’s agent, held to warrant instruction that she could 
not recover if injury was caused solely by husband’s negligence. 
—Ibid. 

Refusal of instructions, correctly stating abstract principles 
of law as to right of way, in action for injuries to wife riding 
in automobile driven by husband, held not error, in absence 
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of evidence of joint enterprise warranting imputation of hus- 
band’s negligence to wife.—lIbid. 

Failure to give instructions, withdrawing unsupported alle- 
gations of negligence, held not available error, in absence of 
showing that defendant offered or asked such instructions or 
objected or excepted to submission of case without them. 


Ibid. 


PETITIONS FOR REHEARING, ETC. 


No. 25407 and Sub. 1, Reed & Wheelock vs. C. B. & Q. and No, 
25922, Capital Construction Co. vs. C. B. & Q. Complainants ask for 
reopening, reargument and reconsideration. 

No. 21323, Dann Gerow Co., Inc., et al, vs. A. C. L. et al. Defend- 
ants ask for reopening, rehearing and reconsideration. 

No. 14701, Jackson Traffic Bareau vs. A. V. et al. Southwestern 
earriers defendants ask for further reopening of proceedings, and 
vacation of order of August 11, 1925, entered herein, in so far as 
said order provides for continued maintenance of rates on commodi- 
ties covered by items 165, 170 and 175, on pages 12, 13 and 14 of 
S. W. L. Tariff 136-C, I, C, C. 2592 (Johanson). 

No. 20939, Hyman-Michaels Co, vs, S. A. L. Complainant asks re- 
opening thereof and reconsideration by full Commission of the report 
(152 I. C. C. 345). 

Finance No. 9791. Southern Pacific abandonment, Applicant asks 
for reargument before the entire Commission after decision by divi- 
sion 4, and that the Commission enter its order herein authorizing 
the abandonment of operation of that portion of the Promontory 
branch between Kelton and Lucin, Box Elder county, Utah, as de- 
scribed in the application. 

|. & S. 3742, Lime from, to and between the southwest and I. & S. 
3776, Lime from, to and between the southwest. Respondents in Illi- 
nois Freight Association, Southwestern Freight Bureau, Western 
Trunk Line, Southern Freight Association, Central Freight Associa- 
tion, New England Freight Association and Trunk Line Association 
territories ask for reopening, rehearing and reargument of these cases; 
transfer of said dockets to the Commission en banc, or in the alter- 
native; an investigation by the Commission, on its own motion, of the 
lime rate structure applying to, from and within the southwest; and, 
postponement of effective date of order entered herein on June 20, 
1934. 

No. 23130, Intrastate rates on bituminous coal between points in 
Illinois. United Electric Coal Co. and Truax-Traer Coal Co. ask for 
reopening of these proceedings as to rates from Fulton county to 
Rockford, Freeport and Dixon, Il. 

1. & S. 3130, part 11, Stone. Southwestern carriers respondents 
herein, ask for a further modification of the order of April 2, 1934, 
entered therein, by postponing from August 15, 1934, to October 15, 
1934, the date on or before which suspended schedules in l. & S. 
3130-part 11, must be canceled. 

No. 13535, Consolidated Southwestern cases et al. Southwestern 
carriers, defendants herein, by F. A. Leland, ask for modification of 
decision and orders in these proceedings, so as to permit the estab- 
lishment of Belleville, [ll., rates from O’Fallon, Ill., and St. Louis, Mo., 
rates from Mt. Vernon, Ill., to the same extent that the St. Louis 
rates apply from New Athens, Ill., to points in the southwest shown 
on pages 185 to 191, inclusive of S W. L. Tariff 153-A, Johanson’s I. 
Cc, C. 2606, on stoves and ranges, iron or steel, carloads and less than 
carloads, as described in Consolidated Classification No. 8, Fyfe’'s 
I. C. C. 21, and item 899, S. W. L. Tariff 173-E, Johanson’s I, C. C. 
2509. 

No. 17000, part 13, Salt, rate structure investigation. Defendant 
and respondent carriers in Western Trunk Line, Southwestern, Trans- 
Continental Freight Bureau and Pacific Freight Tariff Bureau terri- 
tories ask that the effective date of the orders herein be postponed 
for a period of four months beyond the present effective date of 
September 1, 1934. 

No, 23621, Sub. 1, Consolidated Rendering Co. vs. Aroostock Valley 
et al. Complainant, in a supplemental petition, asks for reopening, 
reconsideration, and/or reargument of the decision of division 4, Com- 
missioners Meyer, Mahaffie and Miller dated January 18, 1934, herein. 

No, 24622, Mona Motor Oil Co. vs. C. B. & Q. et al. Complainant 
asks for further hearing for purpose of determining specific amount 
of reparation due under the Commission’s findings as reported in 191 
yz ¢c.. Cc. 3a. 

No. 25325, absorption of drayage and trucking charges by St. Louis 
Southwestern et al. Protestants ask for vacation of order reopening 
the case and vacation of Commission's questionnaire. 

No. 25847, Trinity Packing Sales Co. vs. T. & N. O. et al. Com- 
plainant asks reopening and reconsideration upon record either by di- 
vision 5, or the entire Commission. 

No. 13535, et al., Consolidated Southwestern Cases. Southwestern 
carriers, defendants herein, by F. A. Leland, Chairman of South- 
western Freight Bureau, ask for modification of orders herein to 
eliminate therefrom the commodity syrup, refiners’ residual, carloads, 
in so far as said orders require or may require the revision in rates 
thereon in keeping with the findings and orders in these cases. 


STEEL FOURTH SECTION ORDERS 


The Commission, by Commissioner Aitchison, by fourth sup- 
plemental fourth section order No. 10720 (not a decision), based 
on fourth section application No. 4309 and others, iron and steel 
articles from, to and between points in southern territory, has 
postponed the effective date of fourth section order No. 10720 
(a) until six months after the date of issue of the further report 
to be entered in the reopened proceeding in Western Trunk 
Line Class Rates, 164 I. C. C. 1, in so far as it affects rates on 
iron and steel articles between points in western trunk line 
territory on the one hand and points in southern territory on 
the other; (b) until 90 days after the date of such report or 
order as may be entered in No. 21665, North Carolina Cor- 
poration Commission vs. A. C. & Y., in so far as that fourth 
section order affects rates on iron and steel articles between 
points in Virginia and North Carolina on the one hand and 
points in New England and trunk line territories on the other; 
and (c) until 90 days after the date of such report or order as 


QF 


may be entered in I. and S. No. 3718, Export and Import Rates, 
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to and from Southern Points, in so far as that fourth section 
order affects rates on iron and steel articles between points in 
the United States on the one hand and Virginia, south Atlantic 
and Gulf ports on the other, on export, import or coastwise 
traffic, including coastwise traffic to and from the Pacific coast 
through the Panama canal. 

The Commission, by Commissioner Aitchison, in fourth sec- 
tion application No. 12932, 12987, 12984 and others, iron and 
steel articles from southern, eastern trunk line and New Eng- 
land territories, by means of tenth supplemental fourth section 
order No, 10130, has postponed the effective date so that it 
shall become effective 90 days after the date of the report 
or order that may be entered in No. 21665, North Carolina 
Corporation Commission vs. A. C. & Y., in so far as it affects 
rates on iron and steel articles from points in Virginia and 
North Carolina to points in trunk line and New England terri- 
tories. 


WESTERN-SOUTHERN CLASS RATES 


The Commission by a supplemental order, not a report and 
order, in No. 26510, western-southern class rates, No. 26346, 
Board of Railroad Commissioners of the State of South Dakota 
vs. Alabama Central et al., No. 26367, Nebraska State Railway 
Commission vs. Same; No. 26375, Topeka Chamber of Commerce 
vs. A. & R. et al., and No. 26416, Board of Railroad Commission- 
ers of the State of North Dakota et al. vs. Alabama Central et al., 
has enlarged the territorial scope of the investigation to include 
Missouri south of western trunk line Zone 1 as part of western 
territory. The effect thereof, says a notice issued by the Com- 
mission, is to bring in issue also the class rates between south- 
ern Missouri and southern territory. In addition the notice of 
the Commission says: 


Similarly, this supplemental notice enlarges in the same degree 
the intent and purpose of the original notice herein, dated June 2, 
1934. For zones I and II in southern Missouri, as defined in Inter- 
state Rates between Points in Missouri, 181 I. C. C, 259, the same 
data should be furnished by respondents as is required in the original 
notice for the W. T. L. zones. The list of points appearing as part 
of Appendix B to that notice is hereby amended by adding Thebes, 
Ill., as a gateway, and Springfield, Poplar Bluff, and Bismarck, Mo., 
as representative points, for southern Missouri. 





VEGETABLES, FOURTH SECTION 

The Commission, by division 2, by second supplemental 
fourth section order No. 11495, class rates between points in 
official territory and between United States and Canadian points, 
not a report and order, has authorized carriers parties to fourth 
section application Nos. 1774 et al., until December 3, 1934, to 
maintain between points in official territory, rates on domestic 
fruits and vegetables, dried edible beans, and hay, the same as 
those in effect on February 4, 1934, where such rates are lower 
than rates constructed on the basis prescribed in Eastern Class 
Rate Investigation, 171 I. C. C. 481, without regard to the long 
and short haul part of section 4, provided that the rates from, 
to, and between the higher rated intermediate points shall not 
exceed rates constructed on the basis prescribed or approved 
in the case mentioned, subject to the usual restrictions con- 
cerning combinations and increases without authorization. 

The order also permits the carriers until December 3, 1934, 
to maintain class rates on the commodities mentioned, between 
points in official territory, on the one hand, and points in Can- 
ada, on the other, the same as those in effect on February 2, 
1934, without observing the long and short haul part of section 4. 








GEORGIA FARE INQUIRY 

In No. 26575, Georgia passenger fares, the Commission has 
instituted a thirteenth section proceeding as the result of action 
by the Georgia Public Service Commission fixing two cents a 
mile as the maximum basic passenger fare in that state. (See 
Traffic World, June 23, p. 1172). The investigation was sought 
by the Georgia railroads on the ground that the fares required 
by the order of the state commission were lower than inter- 
state fares. The Georgia order required the railroads to reduce 
the three cents a mile fares of persons riding in parlor or sleep- 
ing cars to the two-cent basis. The basic fare in coaches of 
the Georgia lines is 1.5 cents, and this fare, of course, was not 
affected by the two-cent order, 


DROUGHT RELIEF ORDERS 


In amendments Nos, 17, 18 and 19, the Commission, by Com- 
missioner Aitchison, has added counties in California, Colorado, 
Missouri, Texas, New Mexico and Kansas to the area from and to 
which carriers may make drought relief rates. 


VALUATION REPORT . 
Valuation No. 1180, Jacksonville Terminal Co., opinion No. B-927, 
45 Val. Rep 887-906, By division 1. Final value for rate-making pur- 
poses of company, owned and used for common carrier purposes, found 
to be $6,885,000; of property owned but not used, $442,011, and of 
property used but not owned, $62,500, as of December 31, 1928. 
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RAIL REVENUE PLANS 


The Trafic World Washington Bureau 


An appeal to the courts to set aside the recently enacted 
railroad employe pension law and a proceeding looking to an 
increase in freight rates to meet the cost of the restoration of 
wages and the increased prices of materials and supplies the 
railroads have to buy Were moves agreed on at the meeting 
of the Association of Railway Executives at Atlantic City, N. J., 
on July 13, to obtain and save money. 

Litigation will be begun to test the constitutionality of the 
pension law in behalf of practically every railroad, if not every 
one, in the country. The carriers in that matter will present 
a united front. A committee composed of R. V. Fletcher, gen- 
eral counsel for the Association of Railway Executives; J. 
Aronson, vice-president of the New York Central; S. R. Prince, 
general counsel of the Southern Railway; Edward S. Jouett, vice- 
president and general counsel of the Louisville & Nashville; 
E. E,. McInnes, general counsel of the Atchison, Topeka & Santa 
Fe., and D. F. Lyons, general counsel of the Northern Pacific, has 
been appointed to prepare the bill of complaint bringing into 
question the constitutionality of the pension law and conduct 
the suit. A setting aside of that statute would save, it was 
estimated, $66,000,000 in the first year, to the railroads. 

A committee of traffic and tariff men, headed by D. T. 
Lawrence of the trunk line railroads, has been appointed to go 
over the possibility of obtaining more revenue from freight rates. 
The committee is to report its recommendations in the matter 
later. 

Whether the proceeding will be for a straight 10 per cent 
increase in practically all freight rates or some other figure or 
varying percentages on different classes of traffic is a point to 
be settled hereafter. That phase of the program for increas- 
ing and protecting the revenues of the carriers is not as definitely 
developed as the suit to test the validity of the pension law. 

In commenting on the rate increase phase of the subject 
R. V. Fletcher said the railroads knew of no way to increase 
their revenues other than by obtaining more money from the 
public for the services rendered by them to it. Suggestions that 
revenues could be increased by reductions in rates, he sub- 
mitted, were highly speculative. 

The matter of increases in rates has not, however, gone far 
enough to warrant any informal talks among railroad executives 
and the Commission or commissioners, or Coordinator Eastman. 
However, it is believed conferences on the subject will result 
from the gravity of the situation faced by the railroads—that of 
obtaining about $359,000,000 a year to cover the cost of the 
restoration of wages, higher prices of materials and supplies, 
and contribution to the employes’ pension fund for the first 
year of the pension law unless it is held invalid. 

In a statement given out concerning the meeting at Atlantic 
City the question of litigation to test the validity of the pension 
act was treated as still in the preliminary stages of considera- 
tion. Word that came to Washington on that point was definitely 
to the effect that litigation would be begun with all the rail- 
roads parties to a bill or bills asserting invalidity. 

The executives also agreed to making a more intensive study 
of competitive transportation agencies with a view to obtaining 
facts enabling them to apprise better than hitherto the force of 
that competition and the taking of appropriate steps to meet the 
competition, Their statement on the subject follows: 

The Association of Railway Executives, composed of executives 
of practically all the important railroads of the United States, at its 
meeting today in Atlantic City, gave extended consideration to what 
means might be found to meet an increase of approximately $359,000,- 
000 per year in railway expenses, which will be caused by recent acts 
of Congress and other developments in connection with the national 
policy of stimulating upward trends of commodity price levels. The 
problem of the executives is to find means for gathering increased 
revenues to meet these increased costs in the making of which they 
have had little or no participation. 

The restoration of pay to employes will increase operating costs 
approximately $156,000,000 a year. Payments under the pension bill 
enacted by Congress will cost the railroads approximately $66,000,000 
a year. And the increased cost of materials, due to the stimulation 
of the upward trend of the commodity price levels will cost the rail- 
roads an additional $137,000,000 a year, making a total of $359,000,000. 

_ The railroads have no sources of income other than money re- 
ceived for services performed for the public, and they are faced with 
the problem of finding a way to increase their revenues, within the 
limitations imposed upon them by strict federal and state regulation, 
without at the same time placing themselves at a disadvantage before 
their unregulated competitors. 

Committees which have been giving consideration to the problem 
submitted preliminary reports and will meet again to continue their 
studies after which further reports will be made to the Association of 
Railway Executives. 

Among the questions considered was one relating to the Act ap- 
proved by the President on June 27, providing for a national system of 
pensions for retired railway employes. The validity of the Act has 
been carefully considered by railroad attorneys and appropriate com- 
mittees were appointed by the Association to, give further study to 
the terms of the Act, with a view to determining whether it should 
be contested in the courts. Due to certain obscurities in the law, 
many questions have arisen as tc the practical interpretation of some 
features of the Act. These are also being considered, 
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The Association approved a plan for making a more intensive 
study than has heretofore been made of competitive transportation 
agencies, with a view to ascertaining facts which would enable the 
railroads better to appraise the force of this competition and to take 


steps to meet it. i : 
A number of routine matters connected with the work of admin- 


istering the affairs of the Association were disposed of. F 
Mr. R. H. Aishton, Chairman of the Association, presided at the 
meeting. 


Innumerable possibilities of attack on the validity of the 
railroad employe pension law passed at the last session of 
Congress presented themselves to the members of the com- 
mittee of lawyers appointed at Atlantic City to institute 
litigation of that character when they met, July 17 and 18, 
in consultation at the office of S. R. Prince, of the Southern 
Railway, to map out a plan. Where, when, by whom, and in 
whose behalf should the suit or suits be filed were some of 
the questions that arose in the conference. 

Members of the committee put on paper ideas they had 
in answer to the questions and then adjourned, without agree- 
ing on a plan, to meet again in New York, when deemed 
desirable. 

It is thought probable that the litigation will be begun when 
the Railroad Retirement Board, which is to administer the 
pension act, issues an order calling on the railroads to pay 
money to it. Some members of the committee suggested that, 
perhaps, the better way would be to ignore an order of that sort 
and force the board to begin the suit. But the weight of 
opinion appeared to be that it would be better for a railroad or 
all the railroads to go to a proper court or courts as soon 
as the order to pay money was issued and in that Way get the 
questions before the judiciary without even the wait that would 
follow the board’s determination to take the initiative, as would 
be the fact if it asked for a mandatory order requiring the 
payment of an assessment. 

That discussion was based on the assumption that one of 
the first orders of the board, if not the first, would be a demand 
for money to carry on its work. It was also based on the 
assumption that a railroad company or railroad companies 
would be compelled to take the initiative. 

It did not escape the notice of the lawyers that questions as 
to the validity of the legislation could be raised by an em- 
ploye of a railroad if and when the railroad withheld some 
of his pay in accordance with the terms of the statute; by the 
stockholder of a railroad raising the question whether the 
company of which he was a part owner lawfully could pay 
an assessment laid by the board; or by a receiver or trustee 
of a railroad company asking a court for instructions as to his 
obeying an order of the board. 

Until the board is appointed and begins work, it seemed 
to be the impression among the lawyers, nothing could or should 
be done. It was acknowledged, however, that the passage of 
an act authorizing declaratory judgments created the possi- 
bility of someone asking for a judgment of that sort on the 
pension act without waiting for a contest between parties. 
Until Congress passed a declaratory judgment bill at the last 
session no federal court would entertain a suit about a statute 
unless and until a contest arose between parties in interest 
involving money enough to warrant judgment by the court. 


The committee of rail traffic officials, headed by D. T. Law- 
rence, appointed by the Association of Railway Executives to go 
into the matter of obtaining increased revenue from an increase 
in rates, met in Chicago July 19. The session was expected to 
last several days. Though no official statement of the directions 
under which the committe met could be obtained it was believed 
it was exploring the possibilities of increased revenue from higher 
rail rates without being limited to any simple alternative of the 
probable effects of given percentage increases. The view was 
current that a horizontal advance, not drastically modified in 
many ways, both as to commodities covered and length of haul, 
would not find favor with the traffic officials. 


RAILROAD PENSION BOARD 


The railroads have nominated J. T. Williamson, of Chicago, 
Ill., superintendent of the relief department and chairman of the 
board of pensions of the Chicago, Burlington and Quincy, as 
the railroad member of the Railroad Retirement Board. Lee M. 
Eddy, vice-president of the Order of Railroad Telegraphers, of 
St. Louis, Mo., has been mentioned as the labor representative 
on the board. The President, under the pension law, is required 
to appoint three members, one each from recommendations made 
by the carriers and the employes and one neutral member. 


TEXAS RATE EQUALIZATION 
E. H. Thornton, traffic manager of the Galveston Chamber 
of Commerce, has announced that, effective August 2, Galveston 
and Texas City will be grouped or equalized with Houston in 















































































ee er re 


Te Pt Nl AOS CURR aR mR 


2D RT Ue SU FP EP ete oS 


ee ee ee nr 


pe 





aa 

















J Vol. LIV, No. 3 
PAGE 98 The Traffic World 


THE MAP SHRINK 
HEN STEEL MEN SPECIF 


E A E 


4 ONTO 
wlOr 
> 


*. ott 
DETRON @====05, BUFFALO goo NEW ENGLAND 


euesseseee> 


ee eT ee 








name aia alee lake OS 











SSS ee 
ORE ow 













4 ee” 
gor stON & NEW ENGLAND 


BOpeseeere eee t weeny 





CHICAGO 


os —— A nt ae oS a! 


a eer mp ment ee 












4 : “ . 
tor “ . ® f i . a on 
) cm - S 
P 4 *eecescees, ye" NEW 
CINCINNATI a 









July 21, 1934 AGE 
SEN I niente The Trulte Werbd PAGE 0 















ae 


Yy le a4 ®A great freighter steams into port ... and mechanical hands dip 





f ore from her hold. Molten metal pours from furnaces ... and huge 





ingots rumble on rollers. Steel parts swing down a production line 


... and finished products are rushed to the user. 


Y Erie shrinks the map by shortening the time in transit between the . 
scenes of operation. In every phase of handling and hauling raw | 
materials, semi-finished or finished products, the speed of Erie move- 


ments saves time and cuts costs for steel men and users of steel. 


Likewise you will benefit when you specify “via Erie” in your ship- 


ping orders. 


































































es 


ee 


Ee deel 


RAves ewer: 


— 
eee ee rs 


ee 


ae - 





PAGE 100 





connection with the rates on export, import and/or coastwise 
traffic which are subject to class rates or a percentage of the 
first class rate. Generally speaking, this equalization will be 
established on manufactured articles, including less than car- 
load traffic. 

“For several years it has been the practice and custom of 
the railroads, when establishing rates on any particular com- 
modity, with the exception of cotton, grain, petroleum, and their 
products, lumber and other forest products, sulphur, and a few 
other commodities, to apply a certain percentage of the first 
class rates thereon,’ Mr. Thornton said. “For example, on 
cotton bagging and ties, the railroads apply 21 per cent of the 
first class rates, etc. Likewise, all less than carload rates are 
related to the first class rates, therefore, when we are equalized 
with Houston in connection with the first class rates, we will 
automatically be equalized with Houston in connection with 
all other rates which are made a percentage of first class. 

“The establishment of equalized rates on first class and 
all other classes and commodities, based a certain percentage 
of the first class rates, will complete the establishment of 
equalized rates with Houston on fully 98 per cent of the water- 
bourne traffic now moving through these Texas ports. 

“As soon as the Interstate Commerce Commission grants 
fourth section relief to the rail carriers in connection with 
certain other commodities, application for which is now pend- 
ing before the commission in Washington, we will then be 
accorded equalized rates with Houston on all classes and com- 
modities, except those commodities that are not covered by the 
equalization agreement, bananas being the most important.” 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 14 totaled 
602,778 cars, an increase of 82,971 over the preceding week, 
but a reduction of 50,883 under the corresponding week last 
year. It was an increase of 99,017 over the corresponding 1932 
week. Miscellaneous loading totaled 227,571 cars; merchandise, 
157,798; grain and products, 43,068; forest products, 21,911; 
ore, 32,712; coal, 94,580; coke, 4,416; livestock, 20,722. 

Loading of revenue freight the week ended July 7 totaled 
519,807 cars, a decrease of 124,765 cars under the preceding 
week, according to the American Railway Association. It also 
was a decrease of 23,703 cars under the corresponding week in 
19338, but an increase of 103,879 cars above the corresponding 
week in 1932. All three years’ figures reduced due to observance 
of Fourth of July holiday. (See Traffic World, July 14.) 

Miscellaneous freight loading the week ended July 7 to- 
taled 197,568 cars, a decrease of 53,386 cars under the preceding 
week, 4,399 cars below the corresponding week in 1933, but an 
increase of 47,298 cars above the corresponding week in 1932. 

Loading of merchandise less than carload lot freight to- 
taled 137,935 cars, a decrease of 22,632 cars under the preceding 
week this year, 8,825 cars below the corresponding week in 
1933, and 5,235 cars below the same week in 1932. 

Grain and grain products loading for the week totaled 
37,132 cars, a decrease of 5,919 cars under the preceding week, 
and 7,936 cars below the corresponding week in 1933. It was, 
however, an increase of 6,839 cars above the same week in 1932. 
In the western districts alone, grain and grain products loading 
for the week ended July 7 totaled 24,432 cars, a decrease of 6,994 
cars below the same week in 1933. 

Forest products loading totaled 17,443 cars, a decrease of 
6,814 cars below the preceding week, and 4,408 cars below the 
same Week in 19338. It was, however, an increase of 6,071 cars 
above the same week in 1932. 

Ore loading amounted to 29,372 cars, a decrease of 5,503 cars 
under the preceding week, but an increase of 11,336 cars above 
the corresponding week in 1933, and 23,932 cars above the cor- 
responding week in 1932. 

Coal loading amounted to 80,668 cars, a decrease of 25,559 
cars under the preceding week, and 9,367 cars below the corre- 
sponding week in 1933. It was, however, an increase of 20,673 
cars above the same week in 1932. 

Coke loading amounted to 4,136 cars, a decrease of 2,282 
ears below the preceding week, and a decrease of 2,164 cars 
below the same week in 1933. It was; however, an increase of 
1,676 cars below the same week in 1932. 

Live stock loading amounted to 15,553 cars, a decrease of 
2,670 cars under the preceding week, but an increase of 2,060 
cars above the same week in 1933, and 2,625 cars above the 
same week in 1932. In the western districts alone, loading of 
live stock for the week ended July 7 totaled 12,602 cars, an 
increase of 2,865 cars above the same week in 1933. 

All districts except the Northwestern and Central western 
reported reductions for the week ended July 7, compared with 
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the corresponding week in 1933, but all districts reported in- 
creases compared with the corresponding week in 1932. 

Revenue freight loading by districts the week ended July 7 
as compared with the corresponding period of 1933 was reported 
as follows: 


Eastern district: Grain and grain products, 6,070 and 6,318; live 
stock, 1,214 and 1,539; coal, 18,252 and 19,446; coke, 1,493 and 1,544; 
forest products, 1,373 and 1,299; ore, 3,183 and 2,027; merchandise, L. 
C. L., 36,525 and 39,990; miscellaneous, 42,950 and 46,237; total, 1934, 
111,060; 1933, 118,400; 1932, 91,670. 

Allegheny district: Grain and grain products, 3,449 and 2,977; live 
stock, 896 and 1,104; coal, 22,203 and 23,490; coke, 1,345 and 2,639; for- 
est products, 973 and 1,450; ore, 6,886 and 2,924; merchandise, L. C. L., 
25,699 and 29,717; miscellaneous, 41,305 and 46,371; total, 1934, 102,756; 
1933, 110,672; 1932, 79,330. 

Pocahontas district: Grain and grain products, 333 and 383; live 
stock, 197 and 191; coal, 24,115 and 27,252; coke, 360 and 294; forest 
products, 542 and 654; ore, 46 and 63; merchandise, L. C. L., 4,439 
and 4,455; miscellaneous, 5,003 and 4,452; total, 1934, 35,035; 1933, 37,- 
744; 1932, 26,561. 

Southern district: Grain and grain products, 2,848 and 3,964; live 
stock, 644 and 922; coal, 8,643 and 11,378; coke, 163 and 367; forest 
products, 5,267 and 7,521; ore, 465 and 467; merchandise, L. C. L., 
23,653 and 25,313; miscellaneous, 27,469 and 28,728; total, 1934, 69,152; 
1933, 78,660; 1932, 60,311. 

Northwestern district: Grain and grain products, 5,599 and 10,809; 
live stock, 5,508 and 3,678; coal, 2,406 and 2,874; coke, 569 and 1,192; for- 
est products, 4,442 and 4,843; ore, 17,861 and 11,893; merchandise, L. 
Cc. L., 16,512 and 16,527; miscellaneous, 22,861 and 21,237; total, 1934, 
75,758; 1933, 73,053; 1932, 50,775. 

Central western district: Grain and grain products, 13,522 and 
15,084; live stock, 5,402 and 5,073; coal, 3,659 and 3,874; coke, 121 and 
168; forest products, 2,577 and 3,141; ore, 727 and 489; merchandise, 
L. Cc. L., 20,306 and 20,063; miscellaneous, 36,353 and 32,198; total, 
1934, 82,667; 1933, 80,090; 1932, 71,349. 

Southwestern district: Grain and grain products, 5,311 and 5,533; 
live stock, 1,692 and 986; coal, 1,390 and 1,721; coke, 85 and 96; forest 
products, 2,269 and 2,943; ore, 204 and 173; merchandise, L. C. L., 
10,801 and 10,695; miscellaneous, 21,627 and 22,744; total, 1934, 43,379; 
1933, 44,891; 1932, 35,932. 

Total, all roads: Grain and grain products, 37,132 and 45,068; live 
stock, 15,553 and 13,493; coal, 80,668 and 90,035; coke, 4,136 and 6,300; 
forest products, 17,443 and 21,851; ore, 29,372 and 18,036; merchandise, 
L. C. L., 137,935 and 146,760; miscellaneous, 197,568 and 201,967; total, 
1934, 519,807; 1933, 543,510; 1932, 415,928, 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 





1934 1933 1932 

Four weeks in January ...........-. 2,177,562 1,924,208 2,266,771 
Four weeks in February ........... 2,308,869 1,970,566 2,243,221 
Five weeks in March .........e.eee0% 3,059,217 2,354,521 2,825,798 
Four weeks in April .....cccccccccce 2pb0k OO 2,025,564 2,229,173 
DOU WEGES Bh BEA ocscccsccceccscs 2,441,653 2,143,194 2,088,088 
Five weeks in June .........--ceee+ 3,078,199 2,926,247 2,454,769 
WEEE GER WOE C658 2c debcisecncas 519,807 543,510 415,928 

I Xo 4. ws ua ra ut 4s & ererianalaaiiadh aed 15,920,138 13,887,810 14,523,748 





COMMISSION ON VACATION 


In so far as the Commission takes a vacation, the holiday 
season was begun July 18. The day before that the Commission, 
as a body, listened to the last argument before vacation time, 
No. 17704, International Oil Company et al. vs. A. & S., and 
the cases joined with having the distinction of being the last 
subject subjected to argument until after the end of September. 
Division 3, at the time when the Commission as a body finished 
its argument calendar, was scheduled to hear arguments in 
thirteen cases, the last coming on July 24. Division 4, on July 
18, had five or six cases on its July calendar. 

However, vacation time does not mean for the commission- 
ers that they will shut their desks and go fishing. Although all 
formal conferences were completed before July 18, it was well 
understood that a number, not regularly scheduled, would be 
held thereafter. It is the aim of the commissioners, at all times 
in the so-called vacation period, to have three or four in Wash- 
ington or near-by so as to be able to assemble a division for the 
handling of anything that may come up unexpectedly. 

Joseph B. Eastman will not be one of those in Washington 
available for emergency service. As coordinator he notified his 
colleagues on the Commission, on July 17, that he was starting 
his vacation immediately, and did not expect to be around 
Washington much of the time. 

It is thought that by the time the Commission resumes work 
on its formal complaint calendar at the end of September, it 
will have been moved into its new quarters in the Interstate 
Commerce Commission building to which Coordinator Eastman 
moved last week. The moving of records and inactive tariff 
files was begun on July 15. 


FASTER PERISHABLE SERVICE 


One day earlier delivery will be made on perishables from 
California to the Chicago Produce Terminals for auction, effec- 
tive from loading points July 19, according to an announcement 
by H. W. Beyers, vice-president—traffic, of the Chicago and 
North Western. This will give seventh morning delivery for 
auction on fruits and vegetables shipped by rail from the three 
concentration points in California, instead of eighth morning 
delivery, it is explained. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


HERE have been no outstanding developments in the past 

week in the full cargo trades. Two grain charters were con- 
summated, time charters were fairly active, and several addi- 
tional scrap iron fixtures were made. Activity slackened toward 
the end of the week. 

The grain fixtures were a vessel for 32,000 quarters from 
Fort Churchill to Antwerp-Rotterdam on the basis of 2s 7d for 
the last half of August, and a 2,193 net ton steamer from 
Montreal to Birkenhead at 1s 444d for July. 

Only one transatlantic sugar fixture was reported, that of 
a 7,000 ton steamer from Cuba to United Kingdom-Continent 
for prompt loading, rate not reported. 

In addition to the usual run of West Indies and Canadian 
time charters, two vessels were taken for the River Plate trade. 
One was of 3,105 net tons, for a single voyage for August load- 
ing; the other of 2,659 tons, delivery St. Lawrence, redelivery 
River Plate for July, done at about 70c. 

The scrap iron fixtures included two from the Atlantic 
range and one from the Gulf to Japan. The Gulf fixture was 
a 2,819 net ton boat for six ports, done at about 13s f. i. o. for 
July loading. The Atlantic range fixtures were an 8,000 ton 
vessel at about 12s 6d f. i. o. for mid-September loading and 
a 3,391 net ton motorship at 12s 3d f. i. o. for August. Another 
scrap fixture was a 3,380 net ton steamer from the North At- 
lantic range to West Italy on the basis of $4, gross form, for 
July loading. 

Tanker business was confined mostly to California charters. 
A 4,143 net ton clean vessel was fixed from the Gulf to North 
of Hatteras for July at 17c and a 13,000 ton dirty motorship 
was closed from the Gulf to Marseilles at 9s 3d for July or 
August loading. From California the fixtures included a 5,514 
net ton vessel from San Francisco to United Kingdom-Continent 
at 19s with option for San Pedro loading at 3d less, for spot 
loading; a 13,000 ton steamer for three voyages, dirty, to Japan 
at 10s 3d for October-November, and an 8,500 ton dirty boat 
to Japan from two California ports at 10s for August-September. 

Possibility of the longshoremen’s strike on the Pacific coast 
spreading to New York was seen as unlikely in view of an 
announcement by Joseph P. Ryan, president of the International 
Longshoremen’s Union, that the New York longshoremen’s 
union had a contract with the steamship operators that did 
not run out until the end of September and that the men in- 
tended to abide by it. There were, however, threats of trouble 
by a group of marine workers opposed to the International 
Longshoremen’s Union and other groups affiliated with the 
American Federation of Labor. 

Replying to a statement by Gen. Hugh S. Johnson that the 
marine labor trouble on the Pacific coast was due to lack of 
a code, R. J. Baker, president of the American Steamship 
Owners’ Association, laid the blame on the failure of Presi- 
dent Roosevelt to approve the code on which the association 
worked for more than eleven months. Mr. Baker said a code 
was finally prepared that was acceptable to the industry and 
to labor advisors to the NRA, but it was rejected by the Presi- 
dent. He added that the President’s failure to approve the 
code could be attributed to the activities of certain foreign 
flag lines which opposed the rate stabilization feature of the 
code, It was understood that the State Department objected 
to this feature of the code, following protests by governments 
of several foreign nations. 

The Los Angeles Steamship Association has established an 
emergency surcharge of 50 cents a ton as freighted on all ship- 
ments received or delivered, effective July 12, this charge for 
account of cargo. 


NORFOLK TERMINAL BIDS 


Bids were opened July 16 by the Shipping Board Bureau 
for a five-year lease of the army supply base at Norfolk, Va., 
the highest bidder being Norfolk Tidewater Terminals, Inc., the 
present operator. The high bid was $160,000 per annum. The 
other bidders were: Virginia Piers, Inc., $131,550; Jesse Roth- 
man, for a corporation to be formed, $132,600, and Virginia Ter- 
minal Corporation, $141,000. The Secretary of Commerce can- 
celed the present lease of the Norfolk Tidewater Terminals, 
Inc., on the ground that it Lad been entered into without com- 
petitive bidding and due advertisement. 





James Craig Peacock, acting director of the Shipping Board 
Bureau, announced that prier to the award of a lease of the 
army supply base at Norfolk, a public hearing would be held 
on July 25, at 10 a. m., in the bureau offices in Washington. 


INTERCOASTAL INVESTIGATION 
The Traffic World New York Bureau 

Continuing its investigation of the intercoastal steamship 
trade the Shipping Board Bureau heard additional testimony 
July 13 in New York before Examiner M. G. DeQuevedo. 

Ernest Holzborn, chairman of the Gulf Intercoastal Confer- 
ence, Was one of the witnesses who testified briefly, describing 
the operations of local lines in the Gulf by which cargo is trans- 
shipped to and from the intercoastal lines. 

yeorge S. Hinkins, manager of the Dollar Steamship Line 
in New York, was questioned regarding the handling, storage, 
and delivery of cargo at Pacific Coast ports, including the han- 
dling of lumber at Puget Sound ports. He felt that he was not suf- 
ficiently familiar with the situation there to give complete in- 
formation, and the line is to elaborate later on its reply to the 
questionnaire on section (c) of the order authorizing the investi- 
gation, concerning “receipt, handling, storing and delivery of 
property at terminals within port districts.” 

Oliver P. Caldwell, traffic manager of the Luckenbach Line, 
resumed the stand, and under questioning by Major F. W. S. 
Locke, of the Nelson Line, described the handling of freight for 
the U. S. Naval Supply Base in Brooklyn by his company. He 
said he recalled some discussion of the subject by the Inter- 
coastal Conference about a year ago and said he believed bills 
of lading on such shipments were consigned to the U. S. govern- 
ment. 

Frank Lyon, counsel for the Luckenbach company, called 
attention to the provision in the intercoastal shipping act per- 
mitting a steamship line to handle government cargo free or 
at reduced rates and this was conceded by Major Locke, who 
referred, however, to the geographical advantage of the Lucken- 
bach Line in being located adjacent to the supply base in 
Brooklyn. 

Mr. Caldwell was also questioned by H. W. Warley, vice- 
president and general manager of the Calmar Line, as to sub- 
sidiary companies operated by the Luckenbach Line, partic- 
ularly the Empire Repair and Electric Welding Company. Mr. 
Caldwell said some of the Luckenbach Line’s business was han- 
dled by outside companies and that rates charged by the Em- 
pire company were in general the same as those of the United 
States Trucking Co. and the Motor Haulage Company. The 
Luckenbach Line did not solicit trucking business, he added, and 
had no special contracts or definite arrangements with the 
trucking company. 

In response to Mr. Warley’s questioning, he also testified 
regarding the reported layup of five Luckenbach vessels. He 
said there were five laid up, but that this situation has now 
changed, some of them having been put back in service. He 
admitted that the Luckenbach Gulf Line had done some char- 
tering of tonnage, some of it from the Luckenbach Line and 
some from outsiders. Asked by the examiner if the layups af- 
fected the pool operation, Mr. Caldwell said the participation in 
the pool was determined by freight earnings, not by the number 
of ships. Major Locke objected to this and said that the num- 
ber of ships in service determined the frequency of service and, 
therefore, affected the pool. 

Mr. Warley also asked if the Luckenbach Line did a regular 
warehouse business at Pier 84, South Wharves, Philadelphia, 
which it leases from the city of Philadelphia. Mr. Caldwell said 
it did handle storage for its own company there and that there 
might have been some difference in the amount of free time 
granted shippers there. He did not recall any claims for short- 
age or damage at that pier and could not say who would pay 
the claim in such an event. Shippers were not told they would 
receive special arrangements at the Philadelphia terminal, he 
said, and there were no definite agreements with shippers as 
to the amount of free time to be allowed there. He said the 
Luckenbach Line was not the first one to upset storage condi- 
tions at Philadelphia and that he thought the first break in the 
previous stable conditions was caused by cheap rates offered at 
Baltimore. He said he understood that some of the intercoastal 


o 
nme ete 


See ere atm ERLE AIC I BAT EGLO ATI ce SN CE AT 


| 
| 













































































PAGE 102 





lines absorbed the storage charges at the railroad piers in Bal- 
timore. 

The witness testified that no commission on either east- 
bound lumber of general cargo was paid to the agents of the line 
at Providence, R. I., and that all they got out of the business 
was that they made on stevedoring and checking services. 


Seidle Offers Plan 


E. G. Siedle, chairman of the Traffic Council of the Eastern 
Linoleum and Felt Base Floor Covering Manufacturers and gen- 
eral traffic manager of the Armstrong Cork Company, offered a 
plan for the elimination of absorptions and allowances which 
was the basis of considerable discussion during the remainder of 
the day’s session. Mr. Siedle’s plan was as follows: 


1. Confine loading and unloading to one berth in each port and 
eliminate all so-called established terminals now served as a matter 
of so-called operating convenience. 

2. Eliminate all allowances for bringing freight to or taking 
freight away from regular berth. 

3. In such instances where freight offered or to be unloaded is of 
such volume as to justify putting ship in at a private pier or wharf, 
the owner of the freight would be billed the actual cost of shifting the 
vessel to and from regular berth, 


Mr. Caldwell said that, for many commodities, both east 
bound and westbound, the rates were now at a level that could 
not be exceeded without diverting the cargo to other methods of 
transportation or making it impossible for the owner of the 
eargo to meet foreign competition. He cited eastbound sugar 
and canned goods as examples and said there were a vast num- 
ber of westbound articles in this class. In regard to lumber he 
said it was the opinion of many people in the trade that the pres- 
ent rate of $12 could never be increased to any great extent 
because, if it was, additional tramp tonnage would be attracted 
to the trade. 

In reply to a question by Mr. Warley as to whether he fa- 
vored arbitraries, the witness said he favored anything that 
would bring more business to his line and added that he favored 
the elimination of any practice that cost them money, but did 
not favor doing away with any lawful practice that would thereby 
cause traffic to be diverted. He said he favored the suggestion 
made by Mr. Siedle in principle, but that its practical applica- 
tion might be difficult. He said he favored a minimum limit 
as to the amount of cargo that should be available in order to 
justify shifting a vessel to a private berth for loading this 
cargo and that this subject had been under continual discussion 
in the conference. 

Mr. Siedle pointed out that, while a shipper located on 
tidewater might obtain the advantage of absorptions in get- 
ting his cargo to shipside, an inland shipper manufacturing the 
same commodity must pay for trucking his cargo to the shipping 
point. 

Major F. W. S. Locke, of the Nelson Line, objected to Mr. 
Siedle’s plan for eliminating allowances in so far as it might 
apply to the lumber business. The situation there was that the 
steamship company must load the cargo at the loading dock of 
the lumber company, he said, because of the way in which lum- 
ber is produced and sold. He felt that the same consideration 
would apply to almost any bulk commodity. 


Otis N. Shepard, of the Shepard Line, large carriers of 
lumber cargoes, agreed with Major Locke on this point. To 
eliminate absorptions would mean an addititonal cost to the ship- 
per at each end of about $2 a thousand feet and it would either 
be necessary to reduce the rate by that amount or lose the 
traffic. He agreed that the same thing would apply to bulk 
commodities, but on carloads or less carloads he felt that a 
central dock would serve the purpose. 


Examiner DeQuevedo called on representatives of each of 
the other intercoastal lines to express their opinions on the plan 
offered by Mr. Siedle. In general, the opinion was the same as 
that expressed by the others—that it might be applied in the 
case of general cargo, but not on lumber or other bulk com- 
modities, and that a shifting limit should be shown in the tariff, 
indicating the amount of cargo that should be available in order 
to warrant shifting a vessel] from a regular to a private berth 
for loading or discharging. 


Port of Boston 


The Port of Boston presented.its plea for abolition’ of 
alleged discriminatory practices in the assessment of charges 
for back piling of lumber at terminals in Boston when the 
sessions were resumed July 16. Walter W. McCoubrey, traffic 
manager of the Boston Port Authority, submitted a statement 
outlining the methods of handling lumber at the port and the 
charges assessed; his testimony was supported by that of two 
representatives of large shippers of lumber. 

He pointed out that, in the United States Intercoastal Con- 
ference tariff, a charge of $1.00 a thousand feet B/M for back 
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piling lumber on covered dock and 75 cents a thousan@ feet 
B/M for back piling on open dock at the Army Base and Com- 
monwealth Pier in Boston was shown, and that the tariff of the 
non-conference Calmar Line was practically identical. At the 
Wiggin Terminal, he said, the charge for back piling lumber 
Was understood to be 75 cents a thousand feet, having recently 
been reduced from $1.00. 

It was the contention of the Boston Port Authority, he said, 
that this back piling to storage space or back piling to space 
where delivery to trucks was effected or the loading direct to 
rail cars when these services were performed from end of ship’s 
tackle, were all necessary terminal operations to the delivery 
of the lumber and, as such, should be under the control of 
the carrier and just and non-discriminatory charges should be 
published in their tariffs. There was no reason, he added, why 
the lines operating in the intercoastal trade should not desig- 
nate in their tariffs the charge for these terminal services at 
the Wiggin Terminals. This was necessary, he asserted, as 
there was nothing to prevent the Wiggin Terminals from charg- 
ing one lumber receiver, say 65 cents a thousand feet for back 
piling before he took delivery of his lumber, and charging 
another lumber receiver $1.00 for back piling necessary and 
incidental to the delivery of the lumber. He said it was his 
conviction that the present practices were discriminatory and 
in violation of the shipping act in that certain large and influen- 
tial receivers of lumber were to receive delivery of their freight 
at lower rates than their competitors. 

The witness said it was felt by the Boston Port Authority 
that 75 cents was ample for back piling at any of the three 
terminals concerned. The Commonwealth Pier was the only 
covered pier where intercoastal vessels discharged lumber at 
Boston; nevertheless, it was the practice of many receivers of 
lumber to have their bills of lading claused for delivery to the 
Army Base or Wiggin Terminals and in such cases the lines 
that docked at Commonwealth Pier would shift their vessels to 
either the Wiggin Terminal or Army Base in order to comply 
with the terms of the bills of lading. He added that, in an 
investigation he made, it was found that, in some cases, the 
intercoastal lines, for operation convenience and in the interest 
of economy, when bills of lading were so claused or consignees’ 
instructions were for discharge at Wiggin Terminals or Army 
Base, did not shift their steamers to either terminal but actually 
discharged the lumber into covered sheds on the Commonwealth 
Pier and charged only 75 cents a thousand feet. 


The Port Auhority urged that the Shipping Board Bureau re- 
quire the intercoastal carriers to file their tariffs providing rea- 
sonable, just, and non-discriminatory charges for the terminal 
services necessary to effect receipt and delivery of all commod- 
ities, including lumber, at the ports they served, including 
Boston. 

Mr. McCoubrey cited charges ‘for back piling of lumber at 
other North Atlantic ports, ranging from 50 cents at Hampton 
Roads ports to 60 cents at Baltimore and Philadelphia. He 
also cited a reduction on the back piling recently made by the 
Shepard Line at Boston to 75 cents a thousand feet, without 
limitation to prevent its being applicable to any terminal in 
Boston Harbor where the Shepard Line might dock. This re- 
duction, he stated, was made at the urgent request of lumber 
receivers at Boston, the Boston Port Authority, and other Bos- 
ton commercial organizations. 

He was questioned at some length. He said it was his un- 
derstanding that the Wiggin Terminals charged different rates 
to different shippers. In answer to a question by Major F. W. S. 
Locke, of the Nelson Line, as to whether lumber handling 
charges in general were not the highest in the United States, 
the withess said the situation in -tthis respect had changed in 
the last few years. Major Locke admitted it was from one 
and a half to two years since the Nelson Line had its last ship 
at Boston with lumber. 

Cc. H. Chenoweth, representing the Pacific-Atlantic Lumber 
Company, supported Mr. McCoubrey’s testimony. He said he 
thought handling charges on lumber should be published the 
same as for other commodities. He added that Boston had less 
free time allowance for cargo on the dock and higher charges 
on lumber than in any other port. He described the procedure 
in discharging lumber at the terminal at Boston. 

Another witness in behalf of Boston’s plea was R, J. Evans, 
of the Bloedel Lumber Company and other lumber interests. 
Describing the high cost of handling lumber at Boston, he cited 
the top wharfage charge of 40 cents which, he said, Was as- 
sessed only at Boston, in addition to the $1.00 back piling charge. 
He said he had examined quotations on back piling made by 
stevedoring firms over a long period and that the highest one 
submitted was 75 cents. 

Major Locke asked if it was not true that no terminal but 
the Wiggins Terminal could handle full cargoes of lumber at 
Boston. Mr. Evans said he believed they could be handled 
elsewhere, whereupon Major Locke said he strongly disagreed. 
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Mr. McCoubrey said he wished to make it clear that he had 
made no contention that the practice was illegal but that he 
thought it was up to the steamship lines to see that it was done 
away with. 

Ernest Holzborn, secretary of the Gulf Intercoastal Con- 
ference, described the method of handling lumber at Gulf ports 
served by the intercoastal lines. Back piling charges, he said, 
were assessed against the receiver of the cargo and the amount 
was exactly that charged by the stevedoring company. The re- 
ceiver had the option, he added, of accepting the shipment at 
the ship;s tackle and putting his own men on the dock to handle 
it from that point. On general cargo, he said, the stevedoring 
rate included back piling. 

Otis N. Shepard, of the Shepard Line, said he felt it would 
be folly to insist that the consignee take delivery on small lots 
of lumber at the end of the ship’s tackle and also in the case 
of large cargoes where the dock was equipped to handle back 
piling easily. He said he thought lumber should have different 
treatment from general cargo because it moved in large quan- 
tities and also because general cargo usually had to be segre- 
gated on the dock. 


Dissolution May Be Averted 


Possibility that the threatened dissolution of the United 
States Intercoastal Conference July 31 may be averted was seen 
in the announcement made at the hearing by Roscoe H. Hupper, 
counsel for the conference, that it was not improbable that 
there would be discussions held by the conference lines fol- 
lowing the close of the hearings relative to the impending bresk- 
up of the group. He made this statement when Examiner 
DeQuevedo referred to the situation and said that the status 
of the conference might have an important bearing on the 
action of the bureau relative ‘to the investigation. 

Other witnesses who testified briefly July 16 were Major 
Locke, who submitted testimony relating to the pooling arrange- 
ment of the conference lines; R. A. Nicol, of the Pacific-Atlantic 
Steamship Company; and T. J. Kehoe, of the Pacific Steamship 
Company. Early in the day R. F. Burley, of the McCormick 
Steamship Company, testified regarding warehousing services 
and transshipment agreements at San Francisco Bay ports. 

At the outset of the session July 17, Major Locke resumed 
the stand to testify under questioning as to handling charges 
assessed at Baltimore piers, the effect on the trade if the ten 
ships laid up by the Nelson Line were to be returned to ‘service, 
and for further testimony concerning charges for back piling 
of lumber on piers. There also developed some argument as 
to certain pool figures for 1927 which the witness wished to 
place into the record and which Roscoe H. Hupper, counsel for 
the Intercoastal Conference, argued were of no importance to 
the present proceeding. The examiner ruled that Major Locke 
might decide the matter for himself. 

C. H. Tregenza, of the Seaboard Great Lakes Corporation, 
took the stand to describe the barge service operated by his 
company on the New York State Barge Canal. He said it had 
previously carried considerable interchanged intercoastal cargo, 
mainly canned goods and sugar, but that this had dropped to 
practically nothing since the transcontinental: rail lines and the 
barge lines on the Mississippi had lowered their rates to a level 
that made it impossible for his company’ to compete and the 
traffic had been diverted from the New York gateway. 

Elisha Hanson, counsel for the Gulf Intercoastal Confer- 
ence, described the’ operations of the Gulf Pacific Mail Line. 
which, he said, operated principally in the foreign trade he- 
tween British Columbia and Houston, Texas, via intermediate 
points on the North coast of South America, the West Indies, 
and the coast of Mexico. Westbound the line was in the foreign 
trade under the Gulf Pacific Mail Company’s operation, while 
eastbound it engaged in intercoastal trade under charter to 
Swayne and Hoyt, he said. He admitted there might be some 
exceptions in the westbound run where they picked up some 
intercoastal cargo at discharging ports. 

Ernest Holzborn, secretary of the Gulf Intercoastal Confer- 
ence, further described the Gulf Pacific Mail Line’s operations 
in reference to its intercoastal business. 

W. S. McPherson, of the Williams Line, was questioned in 
regard to free storage practices at Philadelphia. He said these 
charges were absorbed by the line on westbound cargo only 
because they operated on a fortnightly schedule and the five 
days’ free time was not long enough in some cases where cargo 
was laid down on the dock some time prior to their sailing dates. 
He said he thought this was a common practice in the port and 
that it was a legitimate absorption. 

Otis N. Shepard, vice president of the. Shepard Line, was 
salled to answer questions by H. W. Warley, vice president 
and general manager of the Calmar Line, in regard to a letter 
Warley wrote him about a chartering transaction involving one 
of the Shepard Line vesse’s. Mr. Warley said he understood 
this vessel, the Windrush, was chartered to the Pacific Conti- 
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nental Grain Company for a full cargo of wheat on a basis 
that would have made the rate lower than the Shepard Line 
tariff rate on wheat. 

Mr. Shepard replied that the charter was not made to this 
company but to the Continental Grain Company, and that it 
was done on time charter. For this reason, due to expected 
delay on account of the strike situation on the Pacific coast, 
he added, the rate would probably work out as higher than 
tariff rates. He explained the grain company’s readiness to 
do this as presumably due to its expectation of obtaining a 
higher price for the grain and also that it could obtain what- 
ever range of ports of discharge it wished, as the charter party 
provided that the charterer might discharge at any ‘port or ports 
on the Atlantic range. He said the terms of the charter party 
precluded any possibility of the grain company’s subchartering 
the vessel ‘for the return voyage at low sates. 

Mr. Warley next questioned R. A. Nicol, of the Quaker Line, 
regarding the charter of the steamer San Marcos for a full 
cargo of grain. Mr. Nicol said.the charter had been made, but 
was canceled at the suggestion of the Shipping Board Bureau. 
The vessel had already begun her voyage when this sugges- 
tion was made, he testified, but the charterers accepted’ can- 
cellation and paid the tariff rate on the grain. In reply to a 
question by Major) Locke he said that no portion of the freight 
on this cargo had been refunded to the charterers. He added 
that the charter was negotiated prior to the time the so-called 
17-B clause was incorporated into the United States Intercoastal 
Conference agreement, which provided that no conference line 
should charter vessels at rates lower than tariff rates. He 
said his company had stood by for a long time’ and had seen 
many full cargo charters made before it had to do the same 
in order to compete. He felt it was a bad practice that should 
be done away with, however. 

Mr. Warley interposed that full cargoes of grain had been 
offered and in spite of the company not being a member of 
the conference, it had refused them on any basis except the 
tariff rate. It was told by prospective charterers, he asserted, 
that other lines in the trade were willing to charter vessels 
on a basis lower than the tariff basis. 


Mr. Shepard made a statement regarding the threatened 
,breakup of the intercoastal conference July 31. He said that 
if a line with a superior service to that of the Shepard Line 
reduced its rates, it would have to reduce its own, but that 


he felt that all intercoastal rates were as low as they should 
be at present and, perhaps, even lower, because of the increased 
cost of operation as a result of the “New Deal” and codes that 
had increased the cost of fuel oil and other ships’ supplies. 

Mr. Shepard also called attention to the action of the Ship- 
ping Board Bureau in asking the Shepard Line to raise cer 
tain of its rates that now stood at levels considerably below the 
normal differential between conference and Shepard Line rates. 
The bureau, he said, had given tentative assurance that it did 
not intend to allow a line with a superior service to lower its 
rates. He said he understood that the bureau did not intend to 
allow the status quo of the rate structure to be changed until 
the present investigation was completed. He added that he 
wished to make it clear that the company entered no agree- 
ment with the bureau and that the bureau had not committed 
itself on the question of differentials; merely that it had been 
asked to bring its rates up to a certain differential and not to 
the conference level of rates. 

Examiner DeQuevedo said he felt that, before the hearing 
adjourned finally, there should be some expression from the 
lines as to their probable status if the intercoastal conference 
was disbanded July 31, the effective date for the resignations 
all the member lines have submitted. Mr. Hupper urged that 
this be deferred. He said it would not be surprising to him if 
the conference were continued beyond July 31 and added that 
he had strongly recommended to the conference that it’ con- 
tinue. He suggested that, if the conference did break up, a 
further hearing might be held after July 31. Mr. Hanson in- 
terposed the suggestion that it be deferred until it was more 
definitely known what the developments would be between now 
and July 31, but the examiner ordered that adjournment be 
taken until the following morning, at which time the proper 
course of action might be argued further. 


Status of Lines After Dissolution 


Examiner DeQuevedo, July 18, took up the question of the 
probable status of the intercoastal lines in the event of the 
disbanding of the conference on July 31. Mr. Shepard resumed 
the stand and testified as to items of expense incurred by his 
line which have increased recently. He said it had increased 
wages 10 per cent within the last few weeks, cost of supplies 
had increased about 10 per cent, stevedoring charges were in- 
creased at New York when the last agreement was made with 
the International Longshoremen’s Association, while at pres- 
ent on the Pacific Coast the strike situation had necessitated 
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the employment of strikebreakers at a cost of almost double 
that in normal times, and there was reason to expect an in- 
crease when the strike was over. Port and wharfage charges, 
he added, had been increased at some ports and the cost of 
ship repairs had advanced considerably in the last six months. 

He said he felt it was obtaining a fair return from its op- 
erations at present, but he did not think it could stand much 
reduction in rates. 

In reply to questions by Mr. Hupper, Mr. Shepard said his 
line Was prepared to go on the same basis as comparable serv- 
ices. It had no objection to the type of pool which he described 
at the hearings in February and March, he added. He did not 
dispute that the lines with a heavy investment were having dif- 
ficulty in getting a fair return at present. 

At this point Mr. Shepard took occasion to deny a rumor 
which he understood *was in circulation to the effect that the 
Shepard Line had purchased two or three additional vessels. 
He said such a move was not even in contemplation. 

In response to questioning he said his company did not 
think it proper and correct to have a pool whose purpose was to 
do away with differential services. It would, however, approve 
a poo] that would rectify any improper differentials. 

W. S. McPherson testified that the expense of the Ameri- 
can-Hawaiian Line had definitely increased recently in the face 
of a falling off in cargo. He said he felt that frequency was a 
factor in the level of rates to be charged and that the present 
level of rates was too low, if anything. 

Oliver P. Caldwell, traffic manager of the Luckenbach Line, 
said Mr. Luckenbach had paid high prices for his steamers and 
he felt the present rate structure did not yield a proper return, 
taking all factors into consideration. If it can fill its steamers, 
he added, it would not be operating at a loss, however. He 
agreed with previous witnesses that operating expenses had 
increased and set the amount at approximately 25 per cent, or 
10 per cent if fixed charges were included. Regarding differ- 
entials, he cited the fast and slow freight services of the rail- 
roads without applying differentials. Frequency, he said, was a 
factor on some commodities, but not on others. 

James A. Farrell, Jr., of the Argonaut Line, said its operat- 
ing expenses had gone up about 30 per cent in the last seven 
months and that he believed the level of rates was unreasonably 
low in view of the increased costs, but that the upper limit of 
rates had very nearly been reached. 

W. P. Rudrow, of the Arrow Line, said he thought the rates 
could be increased somewhat and that they were not sufficiently 
high to provide a reasonable return and balance unprofitable 
voyages against the profitable ones. He felt that his line’s 
steamers should be loaded heavier on the westbound run than 
they were and that the tonnage carried westbound varied 
greatly, as much as 2,000 pounds from one voyage to the next 
one, in some cases. There was no question, he said, but that 
frequency had something to do with the attractiveness of a 
service to a shipper, particularly on the lighter kinds of cargo. 
He did not think, however, that the mere fact of increased 
frequency would be justification for increasing rates. 

H. W. Warley, of the Calmar Line, said a number of items 
entering into the cost of ship operation had increased in cost 
recently but that his line was operating on a lower cost now 
than at any other time since it began to operate ships, in spite 
of the fact that it had increased wages and that costs of sup- 
plies were up. He attributed this to a careful economic study 
of operation and putting judicious economies into effect. He 
said he felt the present rates did not yield more than a fair 
return because the volume of business was not up to normal. 
It was satisfied, however, with its present return, he added. 

At the suggestion of Examiner DeQuevedo, a conference 
was held by members of the remaining conference lines and a 
joint statement was made for them by Mr. Hupper. He was 
authorized to say that operating expenses of all the lines had 
increased substantially since June, 1933, in spite of their hav- 
ing effected certain economies and that these expenses might 
be increased further in the future. Regarding the reasonable- 
ness of the present rates; it was felt that the present level 
was not excessive, that the return produced had been fairly 
modest, and that some increase in the rates was necessary, 
desirable, and reasonable, 

Inasmuch as it was not impossible that the conference 
agreement might be ended July 31, Mr. Hupper continued, one 
or two of the lines wished him to emphasize that their com- 
ment on rates was based on the continuation of the conference. 

Major F. W. S. Locke, of the Nelson Line, interposed that 
he wished to state that his line was one of those so stipulating 
that their concurrence in the joint statement was predicated 
on continuation of the conference, 

M. E. Rough, of the Weyerhaeuser Line, made a statement 
from his company setting forth its position. It cannot operate 
in the intercoastal trade without a differential, the statement 
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said, and although it favored the present conference and the 
conference tariff, if the conference was disbanded it would 
try to prevail on the Shipping Board Bureau to grant it lower 
rates, comparable with those charged by the Shepard Line. 

Major Locke and Thomas J. Burton, of the Argonaut Line, 
said the position of their respective lines was the same as that 
of the Weyerhaeuser Line. 


End of Hearings 


In adjourning the hearings, Examiner DeQuevedo announced 
that, because of the threatened breakup of the conference, the 
record would be kept open until July 31. Though the deadline 
for filing of briefs had been set for August 13, he said he felt 
sure the bureau would for this reason delay the deadline to 
September 1 or later, though he felt that it was of the utmost 
importance that a decision be arrived at in the investigation at 
the earliest possible time. He added that the bureau would 
determine whether an additional hearing would be necessary 
or if the statement on the status of the intercoastal lines, to 
be submitted by Mr. Hupper subsequent to July 31, was suf- 
ficient. 


WATER RATES TO SACRAMENTO 


Extension of intercoastal terminal rates to Sacramento, de- 
nominated by complainants as “a shallow water port,” is at- 
tacked in briefs filed with the Shipping Board Bureau in Docket 
No. 119, Howard Terminal et al. vs. Calmar Steamship Corpora- 
tion et al. 

“The essence of the complaint is that the respondents have 
unlawfully extended intercoastal terminal rates to Sacramento, 
a shallow water port,” it is asserted in complainants’ brief. 

It is further asserted that, with the exception of the “Har- 
poon” of the Shepard Line “which made a freakish voyage to 
Sacramento in March of the current year” no vessel of the 
respondent Calmar or Shepard lines has ever called at Sacra- 
mento. 

“Under their intercoastal terminal rates maintained at Sac- 
ramento, California, which is a shallow water port,” says the 
brief, “the respondent carriers are absorbing the cost of trans- 
portation to or from a deep water port upon San Francisco Bay. 
Shippers and receivers of freight located at other points in 
the Sacramento Valley, or elsewhere in central California, who 
use complainants’ terminals, are compelled to assume the cost of 
transportation of their shipments between such points and a 
deep water port. Unjust discrimination and undue preference 
between shippers are thereby produced. The application of 
terminal rates at Sacramento has resulted and will continue to 
result in the diversion from complainants’ terminals of large 
amounts of tonnage originating at Sacramento or in the Sacra- 
mento Valley. If terminal rates may properly be applied to 
Sacramento as a shallow water port, they will inevitably spread 
to all other shallow water ports upon the Sacramento River 
and the San Francisco Bay and to shallow water ports in all 
other sections of the United States.” 

Respondent carriers, it is asserted, are not authorized or 
entitled by the shipping act of 1916, as amended by the inter- 
coastal act of 1933, to extend terminal rates to any shallow water 
port, 

Complainants make the further point that in reliance on the 
belief and understanding that terminal rates would be applied 
at only ports of call for intercoastal vessels millions of dollars 
have been invested in terminals and complainants’ terminals are 
sustaining large loss and damage by reason of the maintenance 
of terminal rates at Sacramento. 


In a brief for the port of Oakland, Markell C. Baer, port 
attorney, says that under the practice attacked, the “inland city” 
of Sacramento obtains the same steamship rates that apply at 
the San Francisco Bay and other Pacific coast ports, including 
the port operated by the city of Oakland. He says that Sacra- 
mento is situated some 100 miles from the San Francisco Bay 
area on “the shores of a shallow river which is not navigable 
by ocean going carriers.” The practice assailed, said he, if con- 
tinued, “will seriously prejudice the Bay ports and result in 
serious economical disturbance to thriving businesses and public 
investments.”. 

“This application of terminal rates to this inland city has 
given rise to violent inter-city strife, greatly exciting the public 
communities affected, and has aroused bitter contentions which 
have swept the state and, by illustrating the possibility of 
like unwise and uneconomical extension of steamship rates by 
steamship carriers into interior points along other rivers and 
inland waters of the nation, have given actual concern to other 
established ports and to those interested in competing forms of 
transportation throughout the country whose traffic is thus 
threatened, as well as to public officials charged with the duty 
of regulating such matters in the public interest,” said Mr. Baer. 

If ocean rates can be so extended to Sacramento, 100 miles 
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from the Pacific Ocean, says Mr. Baer, by parity of reasoning 
they can be extended beyond Sacramento another 100 miles or 
more up to the localities of Colusa or Red Bluff on the Sacra- 
mento River, or to Marysville and Oroville on its tributary, the 
Feather River, at any of which points barges and small river 
craft may operate. The same situations would obtain in other 
localities, it is asserted. 

“On the Mississippi River the terminal rates now applied 
at New Orleans could, as pointed out by Judge R. V. Fletcher, 
general counsel for the American Association of Railway Execu- 
tives,” said he, at the hearing in the Arrow Line proceedings, 
be so extended at the mere whim of the carrier to Baton Rouge, 
Natchez, or Vicksburg or Memphis or Cairo or St. Louis or 
Chicago or Cincinnati or Pittsburgh or Minneapolis and St. 
Paul. 

“Throughout the country, in the region of the New York 
canals, along the St. Lawrence, the situation could be repeated, 
with its mischievous and disastrous consequences. Railroad 
lines, now properly meeting ocean transportation rates at ports 
accessible to ocean going vessels, would be thrown into violent 
and unnatural competition with ocean rates at interior points 
where railroad lines have never heretofore faced such ocean 
competition and, in view of geographical considerations, should 
not be required to meet it.” 


Respondents, according to Mr. Baer, rely upon the provisions 
of section 2 of the intercoastal shipping act declaring that inter- 
coastal carriers in establishing rates “may make equal rates be- 
tween all ports of origin and all ports of destination” and contend 
that, as Sacramento is a port for river craft, it is a “port” within 
the intention of the statute, regardless of the fact that it is not 
a port for ocean carriers. 


“But such a construction,” says he, “disregards the obvious 
intent of the statute in providing for the regulating of ocean 
transportation services and in providing for a public agency 
with jurisdiction over ocean carriers.” 


Argument was then made in support of the contention that 
the word “port” as used in the act referred only to ports cap- 
able of actual call by intercoastal vessels and to such ports 
“where they are in the habit of loading and unloading goods.” 
In his conclusions Mr. Baer says: 


The conclusion is inescapable. The Intercoastal shipping act con- 
templates the extension of services at terminal rates applicable to 
the nearest ports of call only to other regular ports of call by inter- 
coastal carriers—not to a shallow water river port such as Sacramento 
which is not capable of receiving and accommodating regular ocean 
carriers—and then only in those instances where carrier actually 
sends its vessels to such other port to receive and discharge cargo. 
In all other cases, the carrier must show the transportation costs of 
any extension of service over any “‘through route’’ it may establish 
by adding the same to its regular rates and by publishing such addi- 
tional rates in its tarifis. This, the respondents have failed to do. 

The corollary is equally true. The extension of steamship services 
by an intercoastal carrier to an additional port and the application of 
terminal rates thereto by employing the services of some other com- 
mon carrier and absorbing the transhipment costs is clearly unlaw- 
ful. This, the respondents have done. 


In a brief for the Oakland Chamber of Commerce, intervener, 
Edwin G. Wilcox, attorney and manager of the chamber’s traffic 
department, asserted that the extension of terminal rates to 
Sacramento constituted a far-reaching and unwarranted depar- 
ture from long-established steamship practices and, therefore, 
raised issues of great importance to the shipping public and 
shipping industry throughout the United States. If the respond- 
ents may extend terminal rates to shallow water ports, said he, 
“then the location of a community or communities on deep water, 
whether natural or otherwise provided through great public 
expense, is meaningless, absolutely meaningless.” A cease and 
desist order was asked by him. 


SHIPPING INDUSTRY CODE 

The view that adoption of a shipping code might be of as- 
sistance in composing labor troubles in the maritime world that 
resulted in the general strike at San Francisco revived discus- 
sion of the shipping code situation. A proposed shipping code, 
which contained provisions dealing with labor, was recently re- 
turned to the NRA by President Roosevelt because he disap- 
proved of certain provisions which he did not designate. Deputy 
Administrator Joseph B. Weaver, NRA officer directly in charge 
of shipping matters, went to New York late July 16 to confer 
with representatives of the American Steamship Owners’ Asso- 
ciation, proponents of the code which the President rejected. 


TRAFFIC VIA PANAMA CANAL 


In May in the United States intercoastal trade 72 ships, 
carrying 166,351 tons of cargo, passed, through the Panama 
Canal from the Atlantic to the Pacific, and 71 ships, carrying 
558,839 tons of cargo, mioved’ in the reverse direction, according 
to the Panama Canal Record. 
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WATER CARRIER AGREEMENTS 


The following agreements and modifications and cancella- 
tions of agreements, filed in compliance with section 15 of the 
shipping act, 1916, as amended, have been approved by the 
Department of Commerce: 


Agreements Approved 


2873—Between Ocean Shipping Company, Ltd., Luckenbach Steam- 
ship Co., Inc., and Luckenbach-Gulf Steamship Co., Inc.: Provides for 
the transportation of cargo under through bills of lading from China, 
Manchuria, and Japan to U. S. Atlantic and Gulf ports, with trans- 
shipment at Seattle, Portland, San Francisco, or Los Angeles Harbor. 

3053—Between Oceanic and Oriental Navigation Company and Mc= 
Cormick Steamship Company: Provides for the transportation of cargo 
on through bills of lading from China, Japan, Siam, French Indo 
China, and the Philippine Islands to Puerto Rico, with transshipment 
at San Francisco or Los Angeles Harbor. 

3068—Between Panama Mail Steamship Company and Williams 
Steamship Corporation: Provides for the transportation of garbanzos 
on through bills of lading from ports on the West Coast of Mexico to 
Atlantic Coast ports, with transshipment at Los Angeles Harbor and 
or San Francisco. 

3073—Between Pacific-Atlantic Steamship Company (Quaker Line) 
and Shaver Forwarding Company: Provides for the transportation of 
cargo on through bills of lading between U. S. Atlantic Coast ports 
and Vancouver, Washington, with transshipment at Portland. 

3075—Between Pacific-Atlantic Steamship Company (Quaker Line) 
and The Harkins Transportation Company: Provides for the trans- 
portation of cargo on through bills of lading from U. S. Atlantic Coast 
ports to Longview and Astoria, with transshipment at Portland. 

3084—-Between Shepard Steamship Company and Crowley Launch 
& Tugboat Company: Provides for the transportation of cargo on 
through bills of lading from certain U. S. Atlantic ports to Mare 
Island, with transshipment at San Francisco. 

3089—Between Lykes Bros. Steamship Co., Inc., and Osaka Shosen 
Kabushiki Kaisha: Provides for the transportation of cargo on 
through bills of lading from China and Japan to Galveston and Hous- 
ton, with transshipment at Cristobal. 

3096—Between Nelson Steamship Company and the Matson Navi- 
gation Company, The Oceanic Steamship Company, and the Los An- 
geles Steamship Company: Provides for the transportation of general 
cargo on through bills of lading from Hawaiian Islands ports to U. 8S. 
Atlantic ports, with transshipment at Los Angeles Harbor or San 
Francisco. 

3097—Between the McCormick Steamship Company and the Mat- 
son Navigation Company, The Oceanic Steamship Company, and the 
Los Angeles Steamship Company: Provides for the transportation of 
general cargo on through bills of lading from Hawaiian Islands ports 
to U. S. Atlantic ports, with transshipment at Los Angeles Harbor 
or San Francisco. 

3104—-Between Nelson Steamship Company and Crowley Launch 
and Tugboat Company: Provides for the transportation of general 
cargo from U. S. Atlantic Coast ports to Mare Island, with transship- 
ment at San Francisco. 

3106—Between Nelson Steamship Company and Richmond Naviga- 
tion & Improvement Company: Provides for the transportation of 
general cargo on through bills of lading between Richmond, Calif., 
and U. S. Atlantic Coast ports, with transshipment at San Francisco. 

3108—Between Williams Steamship Corporation and the Dollar 
Steamship Lines Inc., Ltd.: Covers the transportation of general cargo 
under through bills of lading from U. S. Atlantic Ceast ports to Bom- 
bay, India, with transshipment at Los Angeles Harbor or San Fran- 
cisco. 

3120—Between Calmar Steamship Corporation and Ocean Dominion 
Steamship Corporation: Provides for the transportation of cargo (ex- 
cept empty barrels from Los Angeles and San Francisco to St. Thomas 
and St. Croix) from Pacific Coast ports to certain ports in the West 
Indies and British Guiana, with transshipment at New York. 

3122—Between Nelson Steamship Company and the Los Angeles 
Steamship Company: Covers the transpertation of general cargo 
under through bills of lading from U. S. Atlantic Coast ports to San 
Diego, Calif., with transshipment at Los Angeles Harbor. 

3124—-Between Swayne & Hoyt, Ltd., Matson Navigation Com- 
pany, The Oceanic Steamship Company, Los Angeles Steamship Com- 
pany, and Inland Waterways Corporation: Provides for the transpor- 
tation of canned pineapple on through bills of lading from the Ha- 
waiian Islands to certain inland points in the United States, with 
transshipment at San Francisco and/or Los Angeles Harbor and at 
Mobile or New Orleans. 


3126—Between Oceanic and Oriental Navigation Company and Pa- 
cific Argentine Brazil Line, Inc.: Provides for the transportation of 
cargo on through bills of lading from China, Japan, Siam, French 
Indo China, and the Philippine Islands to Puerto Rico, with transship- 
ment at San Francisco or Los Angeles Harbor. 

3128—Between Sudden & Christenson (Arrow Line) and Baltimore 
& Carolina Line, Inc.: Provides for the transportation of general cargo 
under through bills of lading from U. S. Pacific ports to Miami, Fort 
Pierce, and Port Everglades, with transshipment at Jacksonville. 

3130—Between Prince Line, Ltd., and Bull Insular Line, Inc.: Pro- 
vides for the transportation of quebracho extract on through bills of 
lading from Buenos Aires to Puerto Rican ports, with transshipment 
at New York. 

3133—Between Sudden & Christenson and Richmond Navigation & 
Improvement Company: Provides for the transportation of cargo under 
through bills of lading between U. S. Atlantic ports and Richmond, 
Calif., with transshipment at San Francisco. 

3134—-Between Sudden & Christenson and Dollar Steamship Lines, 
Inc., Ltd.: Provides for the transportation of cargo under through bills 
of lading from the Orient to U. S. Atlantic Coast ports, with transship- 
ment at San Francisco or Los Angeles Harbor. 

3135—Between Sudden & Christenson and Dollar Steamship Lines, 
Inc., Ltd.: Provides for the transportation of cargo under through bills 
of lading from U. S. Atlantic ports to Oriental ports, with transship- 
ment at San Francisco or Los Angeles Harbor. 

3139—Between Sudden & Christenson and Crowley Launch & Tug- 
boat Company: Provides for the transportation of cargo under through 
bills of lading between U. S. Atlantic ports and Oakland, Alameda, 
and Richmond, with transshipment at San Francisco. 

3140—Between Sudden & Christenson and Crowley Launch & Tug- 
boat Company: Provides for the transportation of cargo under through 
bills of lading from U. S. Atlantic ports to Mare Island, with trans- 
shipment at San Francisco. 
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3141—Between The Border Line Transportation Company and Sud- 
den & Christenson: Provides for the transportation of general cargo 
under through bills of lading from U. 8S. Atlantic ports to Vancouver 
and Victoria, B. C., with transshipment at Seattle or Tacoma. 

3142—Between The Border Line Transportation Company and Sud- 
den & Christenson: Provides for the transportation of cargo under 
through bills of lading from Vancouver and Victoria, B. C., to U. S. 
Atlantic ports, with transshipment at Seattle or Tacoma. 

3143—Between Sudden & Christenson and A. F, Klaveness & Co. 
A/S: Provides for the transportation of cargo under through bills of 
lading from the Orient to U. S. Atlantic Coast, with transshipment at 
San Francisco or Los Angeles Harbor. 

3144—Between Sudden & Christenson and Kokusai Kisen Kaisha: 
Provides for the transportation of cargo under through bills of lading 
from Japan and Philippine Islands to U. S. Atlantic ports, with trans- 
shipment at Seattle, Portland, San Francisco, or Los Angeles Harbor. 

3150—Between Calmar Steamship Corporation and Canadian Gov- 
ernment Merchant Marine, Ltd.: Covers the transportation of canned 
goods, dried beans, dried peas, and dried fruits from U. S. Pacific 
Coast ports to Montreal, with transshipment at New York. 

3151—Between Swayne & Hoyt, Ltd., Matson Navigation Company, 
The Oceanic Steamship Company, Los Angeles Steamship Company, 
and Mississippi Valley Barge Line Company: Provides for the trans- 
portation of canned pineapple on through bills of lading from Ha- 
waiian Islands to certain inland points in the United States, with 
transshipment at San Francisco and/or Los Angeles Harbor and at 
New Orleans. 

3155—Between Luckenbach Steamship Company, Inc., and Stand- 
ard Fruit & Steamship Company: Provides for the transportation of 
general cargo under through bills of lading from U. S. Pacific ports 
to Jamaican ports, with transshipment at New York. 

3157—Between Calmar Steamship Corporation, The California 
Transportation Company, Sacramento Navigation Company, and Fay 
Transportation Company: Provides for the transportation of cargo 
under through bills of lading from Stockton and Sacramento to U, S. 
Atlantic ports, with transshipment at San Francisco. 

3158—Between United Ocean Transport Company and Pacific Coast 
Direct Line, Inc.: Provides for the transportation of general cargo on 
through bills of lading from U. S. Atlantic Coast loading ports of the 
Pacific Coast Direct Line, Inc., to ports of call in Japan of the United 
Ocean Transport Company, Ltd., with transshipment at Los Angeles 
Harbor, San Francisco, or Seattle. 

3160—Between Sudden & Christenson and Kawasaki Kisen Kaisha: 
Provides for the transportation of cargo under through bills of lading 
from U. 8S. Atlantic ports to Oriental ports, with transshipment at 
Los Angeles Harbor or San Francisco. 

3161—Between Sudden & Christenson and Kawasaki Kisen Kaisha: 
Provides for the transportation of cargo under through bills of lading 
from the Orient to U. S. Atlantic ports, with transshipment at San 
Francisco or Los Angeles Harbor. 

3163—Between Dollar Steamship Lines, Inc., Ltd., and Naviga- 
zione Libera Triestina, S. A.: Agreement for establishment and main- 
tenance of rates for transportation of cargo and for pooling of earn- 
ings thereon from West Coast of Italy, Sicily, and Marseilles to Pa- 
cific Coast ports of the United States and Canada. 

3164-—-Between American Line Steamship Corporation and Anchor 
Line (Henderson Bros.) Ltd.: Provides for the transportation of gen- 
eral cargo on through bills of lading from U. 8S. Pacific Coast ports to 
United Kingdom ports, with transshipment at New York. 

3165—Between Dollar Steamship Lines, Inc., Ltd., Cunard White 
Star Limited, and Anchor Line (Henderson Bros.), Ltd.: Provides for 
the transportation of general cargo on through bills-of-lading from 
U. S. Pacific coast ports to United Kingdom ports, with transshipment 
at New York. 

3168—Between Sudden & Christenson and California Steamship 
Company: Provides for the transportation of cargo under through 
bills-of-lading from U. S. Atlantic ports to San Diego, with transship- 
ment at Los Angeles Harbor. 

3169—Between Nelson Steamship Company and McCormick Steam- 
ship Company: Provides for the transportation of general cargo on 
through bills-of-lading from U. S. Atlantic coast ports of call of 
the McCormick Steamship Company to U. S. Pacific coast discharg- 
ing ports of Nelson Steamship Company, with transshipment at San 
Francisco, Calif. 

3171—Between Sudden & Christenson and Oceanic & Oriental 
Navigation Company: Provides for the transportation of general 
cargo under through bills-of-lading from Oriental ports to U. S. At- 
lantic ports, with transshipment at San Francisco or Los Angeles 
Harbor. 

3172—Between Ocean Shipping Co., Ltd., Border Line Transporta- 
tion Co., Frank Waterhouse & Co. of Canada, Ltd., Luckenbach 
Steamship Company, Inc., and Luckenbach Gulf Steamship Company, 
Inc.: Provides for the transportation of cargo under through bills-of- 
lading from China, Manchuria, and Japan to U. S. Atlantic and gulf 
ports, with transshipment at Vancouver and Seattle. 


3179—Between Sudden & Christenson and Los Angeles Steamship 
Company: Provides for the transportation of cargo under through 
bills-of-lading between San Diego and U. S. Atlantic ports, with 
transshipment at Los Angeles Harbor. 

3180—Between Sudden & Christenson and A. F. Klaveness & Co. 
A/S: Provides for the transportation of cargo under through bills- 
of-lading from U. S. Atlantic ports to Oriental ports, with transship- 
ment at San Francisco or Los Angeles Harbor. 

3181—Between American Republics Line, Cia de Navegacao Lloyd 
Brazileire, Hamburg American Line, International Freighting Corpora- 
tion, Inc., Lamport & Holt, Ltd., Mississippi Shipping Company, 
Inc., Mooremack Lines, Munson Steamship Line, Osaka Shosen Kaisha, 
Prince Line, Ltd., and Wilh. Wilhelmsen: Agreement for maintenance 
of agreed rates and specified frequency of sailings from ports in 
Brazil to New York and gulf ports of the United States. 

3184—Between Sudden & Christenson and Nippon Yusen Kaisha: 
Provides for the transportation of cargo under through bills-of- 
lading from U. S. Atlantic ports to the Orient, with transshipment 
at San Francisco or Los Angeles Harbor. 

3185—Between Nippon Yusen Kaisha and Sudden & Christenson: 
Provides for the transportation of cargo under through bills of lading 
from the Orient to U. S. Atlantic ports, with transshipment at San 
Francisco or Los Angeles Harbor. 

3186—Between Sudden & Christenson and Bay Cities Transporta- 
tion Company: Provides for the transportation of cargo under 
through bills of lading from U. S. Atlantic ports and Oakland, Ala- 
meda, and Richmond, with transshipment at San Francisco. 

$197—Between the Argonaut Steamship Line, Inc., and members 
of the Far East conference: Provides for maintenance of direct line 
conference rates on through shipments from United States Atlantic 
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and gulf ports to ports in the Far East, with transshipment at Pacific 
coast ports. 

3198—Between the McCormick Steamship Company and members 
of the Far East conference: Provides for maintenance of direct line 
conference rates on through shipments from United States Atlantic 
and gulf ports to ports in the Far East, with transshipment at Pa- 
cific coast ports. 

3199—Between the (Grace Line) Panama Mail Steamship Company 
and members of the Far East conference: Provides for maintenance 
of direct line conference rates on through shipments from United 
States Atlantic and gulf ports to ports in the Far East, with trans- 
shipment at Pacific coast ports. 

3200—Between the Luckenbach Steamship Company, Inc., and 
members of the Far East Conference: Provides for maintenance of 
direct line conference rates on through shipments from United States 
Atlantic and gulf ports to ports in the Far East, with transshipment 
at Pacific coast ports. 

3201—Between the American Line Steamship Corporation and 
members of the Far East conference: Provides for maintenance of 
direct line conference rates on through shipments from United States 
Atlantic and gulf ports to ports in the Far East, with transshipment 
at Pacific coast ports, 

Agreements Modified 


1042-1—Between the Atlantic & Caribbean Steam Navigation 
Company and the Cunard White Star Limited: Modifies agreement 
covering the transportation of crushed pineapple from San Juan to 
London, with transshipment at New York. The modification amends 
the agreement by substituting therein the name of the Cunard White 
Star, Limited, for that of the Cunard Steam Ship Co., Ltd., and the 
name of the Atlantic & Caribbean Steam Navigation Company for 
that of the Red D Line of Steamships. 

1276-1—Between the Atlantic & Caribbean Steam Navigation 
Company and Cunard White Star, Limited: Modifies agreement cov- 
ering the transportation of citrus fruit from San Juan to England, 
with transshipment at New York. The modification amends the 
agreement by changing the basis of the division of the through rates 
and substituting therein the name of the Cunard White Star, Lim- 
ited, for that of the Cunard Steam Ship Company, Ltd. 

1277-1—Between the Atlantic & Caribbean Steam Navigation 
Company and Anchor Line (Henderson Bros.), Ltd.: Modifies agree- 
ment covering the transportation of citrus fruit from San Juan to 
Glasgow, with transshipment at New York. The modification amends 
the agreement by changing the basis of the division of the through 
rates. 

1604-2—-Between Transatlantic Steamship Co., Ltd., and Nelson 
Steamship Company: Modifies agreement covering the transportation 
of cargo on through bills of lading from U. S. Atlantic ports of 
loading of Norfolk, Baltimore, and Charleston to ports of call in 
New Zealand and Australia of Transatlantic Steamship Co., Ltd., 
via San Francisco and/or Los Angeles harbor. The modification 
amends the agreement to change the designation of loading ports to 
“U. S. Atlantic ports of loading of the Nelson Steamship Company.’ 


Conference Agreements 


101-1—Addition to agreement of the United States Atlantic and 
Gulf-Haiti conference prohibiting unjust discrimination and _ the 
making of any discount, rebate, or return of any description to ship- 
pers or receivers of cargo. 


Agreements Canceled 


1795-C—Between the Los Angeles Steamship Company and the 
McCormick Steamship Company: Cancels agreement providing for the 
transportation of shipments of canned pineapple on through bills- 
of-lading from Hawaiian Islands to U. S. Atlantic ports, with trans- 
shipment at Los Angeles Harbor. 

1993-C—Between Sudden & Christenson (Arrow Line), the Los 
Angeles Steamship Company, and the Dollar Steamship Lines, Inc., 
Ltd.: Cancels agreement providing for the transportation of cargo on 
through bills of lading from U. S. Atlantic ports to the Orient, with 
transshipment at San Francisco or Los Angeles Harbor. 

1994-C—Between Sudden & Christenson (Arrow Line), the Los 
Angeles Steamship Company, and the Dollar Steamship Lines, Inc., 
Ltd.: Cancels agreement providing for the transportation of cargo 
on through bills of lading from the Orient to U. S. Atlantic ports, 
with transshipment at San Francisco or Los Angeles Harbor. 

1969-C—Between Sudden & Christenson, the Los Angeles Steam- 
ship Company, and A. F. Klaveness & Co. A/S (Klaveness Line) 
Cancels agreement providing for the transportation of cargo on 
through bills of lading from the Orient to United States Atlantic 
coast ports, with transshipment at San Francisco or Los Angeles 
Harbor. 

2002-C—Between Sudden & Christenson, the Los Angeles Steam- 
ship Company, and the Baltimore & Carolina Line, Inc.: Cancels 
agreement providing for the transportation of general cargo on 
through bills of lading from U. S. Pacific coast ports to Miami, Fort 
Pierce, and Port Everglades, with transshipment at Jacksonville. 

2038—Between McCormick Steamship Company, the National Mo- 
torship Corporation, and the Panama Pacific Line: Covers the trans- 
portation of canned goods, dried beans, and dried fruit on through 
bills of lading from U. S. Pacific coast ports to specified Great Lakes 
ports, with transshipment at New York. 

2039—Between McCormick Steamship Company, the Seaboard 
Great Lakes Corporation, and the Panama Pacific Line: Covers the 
transportation of canned goods, dried beans, and dried fruit on 
through bills of lading from U. S. Pacific coast ports to specified 
Great Lakes ports, with transshipment at New York. 

2538-C—Between Strachan’s Southern Steam Ship Company and 
Lykes Bros.-Ripley Steamship Co., Inc.: Cancels agreement No. 2538 
for the reason Strachan’s Southern Steam Ship Company is in process 
of liquidation and is not now operating as a common carrier. 

2753-C—Between Sudden & Christenson (Arrow Line), the Los 
Angeles Steamship Company, and the Kokusai Kisen Kaisha (Kokusai 
Line): Cancels agreement providing for the transportation of cargo 
on through bills of lading from Japan and Philippine Islands to speci- 
fied U. S. Atlantic ports, with transshipment at Seattle, Portland, 
San Francisco, or Los Angeles Harbor. 

2890-C—Between Sudden & Christenson, the Los Angeles Steam- 
ship Company, and the Richmond Navigation & Improvement Com- 
pany: Cancels agreement covering the transportation of cargo on 
through bills of lading between specified U. S. Atlantic coast ports 
and Richmond, Calif., with transshipment at San Francisco. 

2914-C—Between Sudden & Christenson (Arrow Line), the Los 
Angeles Steamship Company, and the Crowley Launch & Tugboat 
Company: Cancels agreement providing for the transportation of 
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cargo on through bDills-of-lading between U. S. Atlantic ports and 
Oakland, Alameda, and Richmond, with transshipment at San 
Francisco, 

2915-C—Between Sudden & Christenson (Arrow Line), the Los 
Angeles Steamship Company, and the Crowley Launch & Tugboat 
Company: Cancels agreement providing for the transportation of cargo 
on through bills of lading from U. S. Atlantic ports to Mare Island, 
with transshipment at San Francisco. 


IMPROVEMENT OF WATERWAYS 


Allotment for continuing improvements on rivers, harbors, 
and channels, some of them being for second year work, have 
been made by Public Works Administrator Ickes as follows: 

St. Clair River, Mich., $1,000,000; Detroit River, Mich., $960,- 
000; Houston, Tex., ship channel, $1,043,000; Ohio River, $500,- 
000; Allegheny River, $240,000; Kanawha River, $2,200,000, to 
replace wornout locks and dam structures; Indiana Harbor, 
Ind., $700,000; Cleveland, O., harbor, $150,000; Tygart reservoir 
and dam which are to supply the Monongahela with water in 
low water periods, $7,000,000. 

The Acting Secretary of War has made the following allot- 
ments for river and harbor works: 

Carrabelle bar and harbor, Fla.; $15,000; inland waterway, 
Norfolk, Va., to Beaufort Inlet, N. C., $45,000. 


SAN FRANCISCO EMBARGOES 


All railroads serving San Francisco, Oakland, Alameda, 
Emeryville, Berkeley, Richmond and South San Francisco, Calif., 
according to notices sent out by the car service division of the 
American Railway Association in Washington, embargoed all 
freight requiring pick-up and!or delivery service on account 
of the strike situation in and around San Francisco. Freight not 
requiring such service was being accepted as usual. 





CALIFORNIA PORTS 


The War Department has announced publication of a revised 
edition of Port Series Report No. 12, on “The Ports of San Fran- 
cisco, Oakland, Berkeley, Richmond, Upper San Francisco Bay, 
Santa Cruz, and Monterey, California.” 


PWA WATERWAY PROJECTS 


Allotment of $16,736,000 to continue channel and control 
work on the Missouri River has been announced by Public 
Works Administrator Harold L. Ickes. For continuing work on 
the upper Missouri between Kansas City and Sioux City, 
$15,000,000 was allotted. To carry forward the work on the 
river between Kansas City and the mouth $1,736,000 was allotted. 

Both allotments are “second year” allocations to continue 
work started with PWA money last year. PWA previously al- 
lotted $14,153,108 for improvement of portions of the upper Mis- 
souri through systems of revetments and dikes, and the work 
has gone forward under the direction of the Corps of Engineers 
of the War Department. 

For improvements to the lower missouri, PWA last year 
allotted $3,600,000 to supplement existing improvements to aid 
six-foot channel plans. The new allotment brings the PWA con- 
tributions to the Missouri River improvement work to $34,489,108. 

Allotment of $2,946,000 to continue improvement work in 
seven eastern seaboard harbors and waterways also was an- 
nounced by Administrator Ickes. The money will be used to 
carry forward work started with $6,836,000 allotted last year by 
PWA for the projects. 

The “second year” allotments announced are divided as 
follows: 





Boston Harbor, Mass., $260,000, dredging and anchorage basin work 
to provide better navigation facilities for large trans-Atlantic trade. 

Cape Cod Canal, Mass., $1,000,000, dredging to provide wider and 
deeper channels necessary for large commerce. 

New Haven Harbor, Conn., $100,000, dredging to complete channel 
to full dimensions. 

Hudson River channel, New York, $165,000, widening channel be- 
low 59th street to full width. 

Raritan River to Arthur Kill, $324,000, complete important cut-off 
channel for New Jersey to full projected width. 

New York and Néw Jersey Channels, $347,000, dredging anchorage 
area to afford relief to congested section of New York harbor. 

Delaware River, Philadelphia to Trenton, $750,000, dredging portion 
of 25-foot channel to Trenton. 


“In recognition of the needs of eastern seaboard harbors, 
the allotments bring the contribution of PWA to the seven har- 
bors and channels to $11,227,000,” said the PWA. “The work 
undertaken by PWA will leave each locality with a heritage of 
permanent improvements adding immeasurably to their com- 
merce facilities, in addition to creating important pools of em- 
ployment. The work is being carried out under the direction 
of the Corps of Engineers of the War Department.” 

“Second year” allotments to carry forward work on one 
North Carolina waterway project and two Florida projects also 
were announced by Administrator Ickes. 

An allotment of $650,000 Was made to continue work started 
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on the Cape Fear River, N.C. This project calls for providing 
a protected 8-foot waterway. 

The sum of $3,700,000 was allotted for dredging and flood 
control work on the Caloosahatchee River and Lake Okeechobee 
in Florida. This also will continue work started under a pre- 
vious allotment. For the second Florida project, to provide 
more adequate facilities for commerce in Tampa harbor, $500,000 
was allotted. 

Work has been progressing steadily on all three projects, 
and the allotments announced will be devoted to its continuance. 
The Cape Fear River work was started under an original allot- 
ment of $900,000, and reports to Administrator Ickes show that 
on May 31, $863,274 of this had been put under contract of 
force account. The 8-foot channel protection will be of great 
benefit to coastal trade. 

The second year allotment of $3,700,000 made for the Caloosa- 
hatchee River and Lake Okeechobee will be devoted to contin- 
uing dredging and flood control work, for which an original 
allotment of $4,200,000 was made. 

The Tampa Harbor allotment was the second made by PWA. 
Previously, the sum of $727,500 was allotted, of which $717,315 
had been put under contract of force account on may 31. 

An allotment of $1,000,000 to continue work on the lower 
Rio Grande and rectification of the river in the El Paso-Juarez 
area also Was announced. 


AIR AND OCEAN MAIL CONTRACTS 


The Trafic World Washington Bureau 





Postmaster General Farley, under an executive order issued 
by President Roosevelt, is to conduct an investigation of foreign 
air mail and ocean mail contracts made prior to June 16, 1933, 
and to make recommendations relative to the modification or 
cancellation of such contracts. 

In the executive order the President set forth section 5 of 
the independent offices appropriation act, 1934, approved June 
16, 1933, authorizing the President to investigate contracts en- 
tered into by the United States for the transportation of per- 
sons and/or things, as follows: 


Whenever it shall appear to the President, in respect of any 
contract entered into by the United States prior to the date of enact- 
ment of this act for the transportation of persons and/or things, that 
the full performance of such contract is not required in the public 
interest, and that modification or cancellation of such contract will 
result in substantial savings to the United States, the President is 
hereby, upon giving sixty days’ notice and opportunity for public hear- 
ing to the parties to such contract, authorized, in his discretion, on or 
before April 30, 1935, to modify or cancel such contract. Whenever the 
President shall modify or cancel any such contract, he shall deter- 
mine just compensation therefor; and if the amount thereof, so de- 
termined by the President, is unsatisfactory to the individual, firm, or 
corporation entitled to receive the same, such individual, firm, or cor- 
poration shall be entitled to receive such portion thereof as the Presi- 
dent shall determine and shall be entitled to sue the United States to 
recover such further sum as, added to said portion so received, will 
make up such amount as will be just compensation therefor, in the 
manner provided for by paragraph 20 of section 41 and section 250 
of title 28 of the United States Code: * * * 


Under that section the President, in his order, provided 
that: 

The Postmaster General and such officers of the postal service 
as he may désignate are hereby authorized and directed, upon giving 
the 60 days’ notice required by the aforesaid section, to hold public 
hearings with respect to any foreign air-mail contract and ocean-mail 
contract under the Merchant Marine Act, 1928, entered into prior to 
June 16, 1933 (at which hearings the parties to such contracts may 
appear or be represented), to consider all the evidence adduced at 
such hearings and to report to the President, within 6 months from 
the date hereof, their findings and conclusions as to whether such 
contracts or any of them should be modified or canceled and, if so, in 
what respect, with substantial savings to the United States, pursuant 
to the provisions of the aforesaid section. 

The Postmaster General is further authorized to employ such at- 
torneys, technical experts, clerks, and other employes as may be 
necessary to carry out the provisions of this order. 

The mail contracts that will be subjected to investigation 
by the Postmaster General have been investigated by the Black 
mail subsidy committee of the Senate. 

The Post Office Department announced that Acting Post- 
master General W. W. Howes had telephoned the President’s 
order to Postmaster General Farley at Albuquerque, N. M., and 
that the latter said “that steps would be taken to carry out 
the order, and the method of procedure determined as soon as 
possible.” 

There are 45 ocean mail contracts that have been entered 
into under the Jones-White merchant marine act of 1928 under 
which, for the entire 10-year period covered by them, the ap- 
proximate mail pay will be $312,684,394. Under these contracts 
the shipping companies are required to build a total of 54 
vessels at an estimated cost of $196,848,128; to recondition on 
certain conditions 12 vessels at an estimated cost of $62,876,135, 
and to reconstruct 61 vessels at an estimated cost of $21,131,659. 
Loans from the ship reconstruction fund have been made to 
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cover a substantial part of the building, reconditioning and re- 
construction of the vessels. 

The Postmaster-General in his last annual report to Con- 
gress set forth the following with respect to cost of merchant 
marine reutes under the contracts awarded under the merchant 
marine act of 1928, what the cost would have been at poundage 
rates paid vessels of Amertcan registry, and the net cost of the 
contract service for the fiscal year 1933: Cost of merchant 
marine routes, $26,054,680.35; cost on weight basis at rates 
paid American ships, $3,000,457.17; net cost of merchant marine 
routes, $23,054,223.18. The latter figure represents the “sub- 
sidy” to American ships for the year covered. 

For air mail service to foreign countries in the fiscal year 
1933 the Post Office Department paid $6,948,188.77. 

Arrangement of subsidy payments for air and oeean mail 
service to foreign countries is indicated by developments since 
President Roosevelt took office. Dropping of the mail pay 
subterfuge has been urged by the President and Secretary 
Roper, of the Department of Commerce. Officials say there 
is need for a subsidy but the present system is condemned for 
the reason, among other things, that it is not made to fit the 
needs of the merchant marine. There is a feeling in official 
Washington that too much is being paid, at least to certain 
lines under the ocean mail subsidy plan now in effect. The 
outcome of the Roosevelt investigation is expected to be a 
reduction of the amount of money paid out for a merchant 
marine subsidy. 


AIR PILOTS AND AIRCRAFT 


There were 13,722 pilots and 6,541 aircraft holding active 
Department of Commerce licenses on July 1, 1934, according to 
an announcement made by the Bureau of Air Commerce of the 
Department of Commerce. These totals, taken from a study 
just completed by the bureau, may be compared with those of 
July 1, 1933, when there were 17,958 licensed pilots and 6,874 
licensed aircraft. 

The decrease in the number of pilot licenses is due in part 
to the reversion of many private and solo licenses to the stu- 
dent grade when the private pilot requirements were raised and 
the solo license was discontinued. This is shown by the fact 
that on July 1, 1933, there were 7,551 student licenses, while on 
the first day of July, 1934, this number had increased to 13,425. 

The total number of aircraft, licensed and unlicensed, of 
which the department had record on July 1, 1934, was 8,837, 
while this number on the same day of last year was 9,055. Un- 
licensed craft (bearing identification numbers only) totaled 
2,296 on the first of July, 1934. 

Among the 13,722 persons holding pilots’ licenses as of July 
1, 1934, were 7,016 of the transport grade, 1,009 limited com- 
mercial, 12 industrial, 4,683 private, 374 amateur and 628 solo 
pilots, The licensed pilots included 363 women, whose licenses 
were divided as follows: Transport, 68; limited commercial, 33; 
industrial, 1; private, 187; amateur, 24; solo, 48; and autogiro, 1. 

Leading the states in number of aircraft, licensed and un- 
licensed, was California with 948. New York was second with 
816 and Illinois third with 597. Considering licensed aircraft 
only, California led with 804; New York followed with 730; 
and Illinois was third with 519. The greatest number of un- 
licensed aircraft was in Texas, where there were 149; while Cali- 
fornia had the next greatest number, 144; and Michigan was 
third with 136. 

In number of licensed pilots, California led with 2,652; New 
York was second with 1,327 and Illinois third with 853. 





NO FREE AIR TRIPS 


Free trips on air lines are practically abolished by an amend- 
ment to the fair practice clause in the air transport code of fair 
competition, the code authority for that industry announced July 
13. In the future the issuance of a pass on any air line operating 
scheduled service must fall within a definite category prescribed 
in the code amendment, and penalties are provided for viola- 
tions of this restriction. O. Max Gardner, of Washington, D. C., 
former governor of North Carolina, has been appointed gen- 
eral counsel to the code authority. 


AIR COMMERCE REGULATIONS 

Specific authority to pass on the airworthiness of parachutes 
has been extended to the Department of Commerce, as the result 
of an amendment to the air commerce act of 1926, passed by 
Congress shortly before adjournment. 

Regulations respecting the manufacture, packing and repair- 
ing of parachutes previously have been promulgated on the basis 
of general provisions of the air commerce act, directing the 
Secretary of Commerce to regulate air commerce, and the recent 
amendment makes these instructions specific with respect to 
parachutes, As amended, the air commerce act directs the 
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Secretary to “provide for the rating of aircraft of the United 
States and parachutes used in connection with such aircraft, as 
to their airworthiness,” and in addition adds to the definition of 
the word airman by specifying that the person who inspects, 
overhauls or repairs parachutes is in this category, together 
with pilots and airplane and engine mechanics. 

The Department of Commerce issues approved type certifi- 
cates for parachutes which meet the airworthiness requirements 
and parachute riggers’ licenses for riggers who demonstrate 
that they are qualified to repack and repair these life-saving 
devices. 


AIRCRAFT AND PARTS 

The Bureau of Census announces that, according to a pre- 
liminary tabulation of data collected in the bienniai census of 
manufacturers taken in 1934, the total value of aircraft and parts 
built in the United States in 1933 amounted to $24,601,866, a 
decrease of 47.7 per cent as compared with $36,337,209 reported 
for 1931, the last preceding census year. The more important 
items which contributed to the total for 1933 are as follows: 
Airplanes, 998, valued at $12,933,912; seaplanes and amphibians, 
68, valued at $2,221,450; parachutes, propellers, and pontoons, 
$760,876; parts and engines made by aircraft manufacturers for 
sale separately, $6,010,174. 

This industry, as defined for census purposes, embraces es- 
tablishments engaged wholly or principally in the building of 
aircraft or in the manufacture of aircraft parts. 





PWA MONEY FOR AIRPORTS 


Allotment of $71,147 to the Federal Emergency Relief Ad- 
ministration to aid with its airport construction program in the 
drought area has been announced by Administrator Ickes. 

The fund will be used for materials, equipment, and super- 
vision, representing approximately 22 per cent of the construc- 
tion cost of the proposed airports. The Federal Emergency 
Relief Administration informed Administrator Ickes that the 
airports would be located in states in the drought area as part 
of the work-relief program for the stricken sections, according 
to the PWA, which added: 


Labor for the projects will be provided through the FERA. Among 
benefits cited by the FIERA to be derived from the program are 
that each site is in a drought area needing work relief and that 
horses, wagons and similar farm equipment can be used on each 
project. In addition, completion of the airports will aid the aviation 
layout of the nation. 

The airports in the program originally were a part of the Civil 
Works program on which work was suspended when the Civil Works 


program was ended. 


PROMOTION OF AVIATION 


Declaring that the Department of Commerce had spent mil- 
lions of dollars on aids to air navigation and air regulatory 
work for commercial aviation but had contributed little toward 
increasing the safety of the airplane itself, Eugene L. Vidal, 
director of air commerce of the Department of Commerce, July 
19, announced the organization of a development section in the 
Bureau of Air Commerce to foster the development of safer fly- 
ing equipment. 

Authority to engage in such a program was given the Secre- 
tary of Commerce by Congress in the closing days of the last 
session by an amendment to the air commerce act of 1926. The 
same Congress also appropriated to the President $1,000,000 to 
use at his discretion in connection with the further develop- 
ment of civil and military aviation and $100,000 of this appropria- 
tion has been allocated to be spent under the direction of the 
Department of Commerce, 

In announcing the establishment of the section, Mr. Vidal 
said that John H. Geisse, of Madison, Wis., whose present post 
is chief of the manufacturing inspection service, had been 
selected to be chief of the unit. Mr. Geisse has been actively 
engaged in aeronautical engineering work for the past seventeen 
years and has been with the Bureau of Air Commerce since 
June, 1933. 

“In its efforts to develop civil aviation,’ Mr. Vidal said, 
“the federal government has established a wonderful system of 
airways and a nationwide regulatory organization. This activity 
coupled with air mail subsidies has resulted in a scheduled air- 
line system in the United States exceeding that of any other 
nation in magnitude and safety of operation. In direct contrast 
to the growth of scheduled air transport, the private use of air- 
craft has been retrogressing and there has been a corresponding 
lag in the development work on equipment suitable for the 
private owner. For commercial use airplanes that are safe in 
the hands of an expert pilot are entirely satisfactory, but for 
the private owner it is essential that safe operation in the hands 
of a novice pilot be attained and it is this particular goal toward 
which progress has been unduly slow. 

“The attainment of increased safety and ease of control of 
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airplanes for the private pilot is not as much of a research prob- 
lem as it is one of the application of principles and devices which 
have passed the research stage. Sufficient fundamental knowl- 
edge is now available to improve materially the safety of private 
flying and it is the intention of the Bureau of Air Commerce to 
assist the industry where possible in the application of those 
principles to the production of airplanes for the average citizen 
who wishes to fly but has not the time nor the desire to become 
an expert pilot.” 

Mr. Vidal said that the development section would take over 
supervision of the acquisition by the Department of Commerce 
of twenty-five small, two-seated, inexpensive airplanes to be used 
by the aeronautical inspectors, bids for which will be opened 
August 27. 


TRUCK COMPETITION RELIEF 


The Traffic World Washington Bureau 


In an argument on July 16 on fourth section application No. 
15430, commodity rates in official territory, Roland J. Lehman, 
speaking for eastern district railroads, asserted that Examiner 
Mohundro and Assistant Director Pitt, of the Commission's 
bureau of traffic, did not go far enough when they recommended 
relief from the aggregate of intermediates part of the fourth 
section to meet truck competition subject to conditions. Mr. 
Lehman argued that the Commission should give the official 
territory lines permission to disregard the aggregate of inter- 
mediates part of that section to meet competition not only of 
the trucks but of carriers by water as well, as they had re- 
quested (see Traffic World, April 21, p. 763) without limitations 
of any sort. 

But Mr. Lehman said the railroads were thankful for the 
recommendations Messrs. Mohundro and Pitt had made, namely, 
that relief be ‘given on account of truck competition. He ob- 
jected, however, to the restrictions they proposed which were 
that no rate made to meet truck competition be cut to less than 
60 per cent, and that such rates be accompanied by an affidavit 
of a responsible traffic officer to the effect that he had made 
an investigatin and: had come to the conclusion that the reduc- 
tion or reductions were needed to meet the competition. He 
also objected to the requirement that if the carriers desired 
to continue the relief recommended in the proposed report, 
which was for six months, they should file applications within 
four months for continuation beyond six months. 

Trucking interests alone presented objections to relief from 
the fourth section. Harold S. Shertz appeared for the National 
Code Authority for the Trucking Industry in support of ex- 
ceptions to the report filed by that body. On the exceptions filed 
by Mr. Shertz also appeared the names of Ted V. Rodgers, as 
chairman of the code authority, and Edward S. Brashears, as 
counsel for the code authority. Mr. Shertz suggested cooperation 
between the code authority and the Commission, both govern- 
mental bodies, he said. 


“It is its desire (the code authority) to substitute for the 
anachronism of rate wars the peace of enlightened cooperation,” 
said Mr. Shertz in his exceptions.” 

His argument was taken as indicating a belief on his part 
that if the Commission adopted the report of Messrs. Mohundro 
and Pitt it would be throwing a monkey wrench into the ma- 
chinery set up under the trucking code. He said that through- 
out the territory there was a general relationship of trucking 
rates to rail rates and classification and that that relationship 
was such as to prevent any unfair competition warranting what 
was proposed by the railroads or the makers of the proposed 
report. His thought was that the making of rates under such 
permission as recommended by the makers of the proposed 
report would create a vicious cycle of reductions leading to 
losses by both railroads and trucks. 

Generally, said he, the result of reduced rates by the rail- 
roads was their use by the shipper to “chisel” lower truck rates. 
In many instances, he said rail rates had been reduced below 
the level of truck rates. Administration of the trucking indus- 
try code, Mr. Shertz asserted, in maintaining the industry on 
a stabilized basis, would be seriously jeopardized if that vicious 
cycle of rate reductions was to be encouraged. Should the Com- 
mission liberalize the opportunity of rail management to put 
into effect such rates as were proposed, it would become neces- 
sary for the code authority, under the provisions’ of the truck- 
ing code, to permit exceptions from the rate schedules to meet 
such competition “outside the industry” on a basis of less than 
cost of service. 

Mr. Shertz submitted that permission to make rates 40 per 
cent meant that such rates would be less than the cost of serv- 
ice and could not be justified on the basis of out of pocket cost. 
Rail management, he thought, was being’ stampeded into these 
rate reductions without a proper study of the facts and the 
resultant effect upon the revenues, which would result in loss 
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to both trucks and railroads, because the former would certainly 
feel constrained to meet the rates. 

Harry C. Ames, for the Akron, O., Motor Transport Associa- 
tion, recited the history of the fourth section and the decisions, 
pointing out the limits of the Commission’s power to relieve 
carriers from its terms. He said that Congress, in vesting the 
Commission with discretion to afford relief from its prohibi- 
tions, put the Commission on the throne. He opposed the peti- 
tion of the railroads for unlimited relief, suggesting that what 
the carriers were proposing was for the Commission to abdicate 
and allow the railroads to sit upon the throne and make de- 
cisions as to the relief they should have from its terms. 

W. T. Gardner, for the Victor Lynn Transportation Co., 
pointed out instances in which he, said the railroads had gone 
below truck rates in their efforts to regain traffic. \He opposed 
grant of relief authorizing them to make further reductions. 


TRUCKING CODE ACTION 


A move to bring under the trucking code “for-hire” truck- 
ing operations of persons or firms also engaged in another ac- 
tivity which is covered by some other code has been made by 
the Code Authority for the Trucking Industry. 

The code authority has asked the National Recovery Adminis- 
tration to issue an order the effect of which would be to require 
all “for-hire” truck operators to register and contribute to the 
expenses of the trucking code authority, though such operators 
may be engaged in other activities subject to other codes. 

The Code Authority for the Trucking Industry has asked for 
an order that would grant exception from the provisions of sec- 
tion 3 of administrative order No. X-36, dated May 26, 1934, 
which exempted every member of a trade or industry from any 
obligation to contribute to the expenses of administration of any 
code or codes other than the code for the trade or industry 
which embraced his principal line of business. 

“Not-for-hire” members of the trucking industry, who have 
been exempted from contributing to the support of the trucking 
code authority, it is stated, will not be affected by the pro- 
posed change. 

In its communication to the NRA, the trucking code author- 
ity, by John V. Lawrence, assistant secretary, explained the 
request for modification as follows: 

We feel that the transportation of property over publicly used 
roadways by vehicles “for hire’’ is a service competitive in nature 
and distinct from any other line of business in which an individual 
or firm might be engaged. For instance, when a firm engaged in the 
production or the wholesaling or retailing of products of various kinds 
also operi.tes vehicles which are used for the transportation of prop- 
erty of others for remuneration, directly or indirectly, it is our opin- 
ion that in no way could it be construed that there was any relation- 
ship between the producing, wholesaling or retailing of products, and 
the transportation of property of others ‘“‘for hire.’’ Nor do we find 
any evidence that the code authority of another industry, under pres- 
ent bases of assessment, would be assessing a member of their indus- 
try for this transportation of property of others “for hire,’’ as our 
examination of budgets submitted to the National Recovery Adminis- 
tration for approval would indicate that these bases of assessment 
apply either to the gross sales or output in the trade or industry con- 
cerned, on the amount of equipment used in the trade, or on some 
similar basis. In addition, there are in this country many large trans- 
portation companies who furnish transportation of both» persons and 
property over publicly used roadways. In the case of these transpor- 
tation companies, the two types of operation are separate and distinct, 
consequently we do not find evidence of a possibility of double assess- 
ment in these cases. 

Objections, criticisms or suggestions regarding the applica- 
tion must be submitted to Deputy Administrator Hughes, Room 
3208, Department of Commerce Building, prior to Tuesday, 


July 31. 





TRUCK-COMPETITIVE COTTON 


The Commission, to enable the railroads to continue the 
cotton rates they reduced a year ago to meet truck competition 
for another year, by supplemental fourth section orders, has ex- 
tended the expiration date in fourth section orders issued at the 
time it permitted the railroads to make rates lower than those 
prescribed by it in No. 17000, part 3, Hoch-Smith eotton, from 
August 1, 1934, to August 1, 1935, as follows: 

No. 11385, cotton to Texas and Louisiana ports; No. 11404, 
cotton linters to Texas Gulf ports; No. 10782, cotton to Beau- 
mont, Port Arthur and Lake Charles; No. 11436, cotton to Beau- 
mont, Tex.; No. 11507, cotton linters to Gulf ports; No. 11020, 
cotton from southwestern and Mississippi valley points; No. 10854, 
cotton to gulf ports; and No. 11128, cotton from Meridian, Miss. 
(see Traffic World, June 8, p. 1103, and June 23, p. 1178). 


COTTON INCREASES DENIED 


The Commission has denied the application of the south- 
eastern lines, the government barge line and the southwestern 
lines to make a 15 per cent increase in the rates on cotton which 
they cut below the basis approved by the Commission in No. 
17000, Hoch-Smith cotton, on ten days’ notice, in an effort to 
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obtain more revenue from the cotton tonnage they have re- 
gained from the trucks. It has, however, granted them sixth sec- 
tion permission to file rates on cotton in tariffs not in full com- 
pliance with the rules governing the publication of tariffs (see 
Traffic World, July 14). 

The latter fact is believed to have some significance. Those 
interested in the matter were inclined to infer that if the car- 
riers filed tariffs proposing an increase in the below-standard 
cotton rates, the Commission would permit them to become op- 
erative on the 30 days’ notice required by law, unless unusually 
heavy facts suggesting suspension pending inquiry were brought 
forward. The Commission, generally, is opposed to allowing in- 
creases being made on short notice, even if, as here, the pro- 
posal is to bring the rates back to or nearer what is deemed the 
normal level. 


REGISTRATION OF TRUCKS 

Registrations of for-hire trucks under the trucking code are 
approaching the 200,000 mark, according to Ted V. Rodgers, 
chairman of the National Code Authority for the Trucking Indus- 
try. Reports to the code authority showed that, as of July 13, 
185,477 for-hire trucks had been registered. A registration fee 
of $3 must be paid for each truck, 

In urging registration of for-hire trucks, Mr. Rodgers pointed 
out that, under the policy adopted by the federal government 
requiring compliance with code on the part of those doing busi- 
ness with the government, operators engaged in work wholly or 
partly financed by federal funds would lose their contracts unless 
they complied with the code. Many of the states having local 
recovery acts are also insisting that compliance is prerequisite 
to obtaining local jobs, according to the chairman. 

“Moreover,” said he, “shippers, complying with the codes of 
their own industries, are insisting that truckmen who work for 
them must abide by the provisions of the trucking code.” 


TEXAS TRUCK REGISTRATION 


Editor The Traffic World: 

Your issue of June 23 contained an item headed “Texas 
Truckers Reject NRA,” page 1199. The article as published 
was substantially correct. 

A small group of operators—important ones, however—met 
at Mineral Wells after registration began and presented certain 
exceptions that they would insist upon before agreeing to com- 
ply with the registration requirements of the code, and advising 
many other operators to take similar position. 

The State Code Authority maintained that it would hardly 
be consistent to ask the government to change a law in order 
to gain an individual’s consent to comply with it. There is 
adequate machinery in the code to study any given operation 
and for the administrator to make any exceptions necessary 
to avoid an undue burden or a condition tending to defeat the 
purpose of the code. 

The operators in question concurred in the suggested pro- 
cedure after a conference with Mr. Ted Rodgers, who visited 
Dallas on June 27 in his capacity as chairman of the National 
Code Authority, and I believe every one of them who was a 
part of the Mineral Wells assembly has now registered. 

The conflict tended temporarily to delay registration in 
Texas, but with this eliminated registrations are still coming 
in here at the rate of more than 100 a day and are increasing 
rather than decreasing. Several incidents reveal an increasing 
confidence in the industry acceptance of the trucking code. A 
vast majority of the operators seem to feel they will be able 
to use its provisions beneficially. 

Texas State Code Authority, Trucking Industry, 

Austin, Tex., July 14, 1934. By Walter Beck, Director. 


CONFLICTING RATE AND ROUTE 


Editor The Traffic World: 

I have understood that eastern and western carriers adopted 
the decision in Wheeling and Lake Erie vs. Standard Envelore 
Company (U. S. District Court, N. D., Ohio, E, D., Nov. 11, 1932) 
and have agreed not to protect shippers when conflicting rate 
and route are inserted in the bill of lading. 

I have several claims for undercharges which I recommend 
be not paid for the reason that, first, I maintain that the old 
principle adhered to for years by the Commission in similar 
cases under Conference Ruling 474-C was fair and just; second, 
that, because the issues involved in the above styled case were 
not finally adjudicated by the U. S. Supreme Court and the 
carriers were too hasty in adopting the decision as one which 
would absolve them from all liability and responsibility. 

Since the conference rulings were rescinded (and I feel that 
act as no admission that the Commission has found itself in 
error in forcing protection of rates that these carriers may now 
claim as illegal), the Commission has decided numerous similar 
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cases, all hinged upon the error of the originating carrier in be- 
coming a party to a bill of lading contract, execution of which 
was questioned. 

This Ohio case virtually states that there is no obligation 
upon the carrier to inform the shipper of the rate and route 
conflict. As late as March 28, 1933, the Commission held in the 
Southern Cement Case vs. A. G. S., I. C. C, 192, page 181, other- 
wise. 

The Commission has recognized the duty of the carrier to 
inform shipper of such a conflict, or arrange to protect the rate 
via the route traveled. In Patterson Milling Co. vs. Mo. Pac. I. C. C., 
Vol. 172, page 149, it announces this old principle and cites 
Republic of France vs. M. K. & T., I. C. C..77, page 383; St. Louis 
Cooperage Co. vs. B. & O., I. C. C. 161, page 258. 

In the Patterson case above cited, decided Jan. 31, 1931, 
the Commission says: 

It is the recognized duty of the originating carrier to direct ship- 


pers attention to an inconsistency between rate and route inserted in 
a bill of lading. 


It further states on page 149: 


and, as it (the carrier) failed in its duty of obtaining full in- 
structions from the shipper as to routing, it must protect the rates 
over the latter routes on the shipments moving under conflicting rout- 
ing instructions, 


Other recent cases are Union Saw Mill case, I. C. C. 40, 
page 666; Lewis Chitty Construction Co. vs. B. & O., I. C. C. 120, 
page 384, which place some responsibility upon the carrier which 
evidently is thought to be removed by the Ohio District Court 
case. 

Under the very complex nature of tariffs and regardless of 
the fact that the public is presumed to have some knowledge of 
the law and application of such tariffs, I deem this move of the 
carriers as unwise and hasty. Surely there is some obligation 
upon the part of the carrier to the public which engages with 
it in executing a contract for carriage. 

Under this summary decision to absolve themselves from all 
liability in such instances, what would be the status of a Com- 
mission opinion if we carried one of our complaints to that Com- 
mission? At a time when the Commission is in need of relief 
from heavy dockets, the carriers invite a multiplicity of suits, 
decisions in which the carriers may not observe; so what firm or 
organization is to carry the objectionable Ohio decision to the 
Supreme Court? 

To partially protect ourselves, are we to demand a full line 
of division and percentage sheets (which documents have hereto- 
fore been deemed sacred railroad property), that we may choose 
proper junctions and intermediate carriers? 

On transit grain at this market we extend a reasonable time 
for the carrier to ascertain if the rate can be protected via the 
route shown. If it cannot, we substitute billing or properly 
meet the carriers’ complaint as to route or rate. 


It seems odd that, months after a shipment has been billed 
and delivered, the carrier learns it has no established per cents 
over the route the shipment traveled. The consignee or shipper 
is billed on for extra charges after the commercial transaction is 
closed, and the loss of the shipper cannot be passed on to the 
consignee or shipper of the country grain. How can the carriers 
make such errors in billing? Should the fact not become known 
at time of billing so that the shipper would have some slight 
chance of protecting himself by a correction? 

True, the carriers may now have a strictly legal view as to 
protecting a rate not applicable via the given route, but how 
about participating lines joining in assisting the erring line 
which the commission has for years held at fault? 

An equitable and politic view would be to divide the rate 
via the route moved which is not always an unreasonable route 
as to number of carriers involved and the distance. The public 
probably expects this practice to continue and no doubt would 
extend itself to back up the Commission view. 

Railroading under conditions of the past four years is not 
due for such a cold jolt as the stand taken on this Ohio case. 
More close cooperation among steam lines is the rule of the day, 
and the insistence of some carriers upon their local rates from 
junctions instead of a fair mileage prorate to assist an erring 
carrier in protecting a rate, even though the reason may be a 
desire to not participate in protecting a rate which that greedy 
line considers illegal because no route was provided for the 
line of travel. That is an unjust and unreasonable penalty 
upon such erring carrier, and it has occurred under the rulings 
of Conference Ruling 474-C and the various cases decided on the 
same principle. 

The Traffic World issues of Sept. 9, 1933, and April 28, 1934 
(two articles), discuss this issue and they should have been 
widely read, since the matter is of great importance. 

Is the public to object to the carriers grasping the decision 
in the Eastern Ohio District Court as the law, or are we to 
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demand that the Commission reinstate some of its fundamental 
ideas in the form of Conference Ruling 474-C, or are we to go to 
the Commission and resist bills for undercharges when the 
lines refuse to protect the public for errors of their servants, 
or should a test case be made? 

It is my view that, under all circumstances, the carriers 
should renounce their adherence to this Ohio case decision and 
continue to abide by the rule of fairness and equity long pre- 
scribed by the Interstate Commerce Commission. 

Comment is invited through the Traffic World, 

L. E. Banta, Traffic Manager, 
Indianapolis Board of Trade. 
Indianapolis, Ind., July 10, 1934. 





Questions and Answers 


) by this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal artment, will give 
his opinion in answer to ~ simple question relating to the law interstate 
transportation of freight. trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic goto. We do not 
desire to take the place of the traffic man but to hel in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear h us unwise to answer or that involves a 
situation teo complex for the kind investigation herein contemplated. If a 
more comprehensive answer to a question is ired than is th t for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nora subscribers. 


Address Questions and Answers Sere, 
Traffic Service OB nm oon Mills Building, Washington, D. C. 





Demurrage—Notice of Arrival and Constructive Placement 


INlinois—Question: Would appreciate your answering the 
following: 

Under the Demurrage Rules, is a consignee not entitled 
to an arrival notice on every car? We refer to his being 
entitled to a notice of arrival, separate and apart from a con- 
structive placement notice which might be received on the 
same car a day or two after arrival. The carrier insists that 
notice is a mere privilege and not a right. We contend that 
under Conference Ruling 366 and Rule 4, Section C, of the 
National Demurrage Rules, a consignee is entitled to notice 
of arrival on all cars to be placed on private tracks. Believe 
there are many rulings on this. Please quote a few cases. 

Answer: Sections A and C of Rule 4, of Agent Jones’ De- 
murrage Tariff No. 4-K, I. C. C. 2313, relate to the giving of 
notice of arrival by a carrier in so far as cars for delivery on 
other than public delivery tracks are concerned. 


The notice of arrival may consist of a written notice of 
arrival, in accordance with Sections A and D of Rule 4 (Camp- 
bell Construction Co. vs. L. C. & S. E. Ry. Co., 95 I. C. C. 603; 
Nassau Lumber Co. vs. L. I. R. R., 144 I. C. C. 267; Wroe 
vs. L.-& N., 144 I. C. C, 21; Reed-Dawson Co. vs. F. E. C. Ry. 
Co., 152 I. C. C. 627), or of delivery upon a track of the con- 
signee, in accordance with Section C of Rule 4 (Wroe vs. L. & 
N., 144 I. C. C. 21, and Reed-Dawson Co. vs. F. E. C. Ry. Co., 
162 I. C. C. 637). 

Section A-1 of Rule 5 and Note 1 of Section D of Rule 3 
of the Demurrage Tariff relate to notice of constructive place- 
ment. 

Notice of constructive placement may consist of a written 
notice, in accordance with Section A-1 of Rule 5 (International 
Paper Co. vs. Director General, 74 I. C. C. 34; Campbell Con- 
struction Co. vs. L. C. & S. E. Ry. Co., 95 I. C. C. 603; Nassau 
Lumber Co. vs. L. I. R. R. Co., 144 I. C. C. 267; Eberbach Con- 
struction Co. vs. L. & N., 147 1. C. C. 99), or of delivery upon 
a track serving the consignee, in accordance with Note 1 of 
Section D of Rule 3 (Eberbach Construction Co. vs. L. & N., 
147 I. C. C. 99; Reed-Dawson Co. vs. F. E. C. Ry. Co., 152 
I. ©. C. 637). 

In Eberbach Construction Co. vs. L. & N. R. R. Co., 147 
I. C. C. 99, the Commission states that notice of arrival and 
constructive placement are distinct and disconnected, not re- 
lating to the same service and not interdependent. In Camp- 
bell Construction Co. vs. L. C. & S. E. Ry. Co., the Commis- 
sion very clearly holds that both a written notice of arrival 
and a notice of constructive placement must be sent as a 
condition precedent to the assessment of demurrage charges 
on cars constructively placed. In Bartlesville Zine Co. vs. 
Director General, 136 I. C. C. 57, the Commission in comment- 
ing on its decision in the Campbell Construction Company case, 
said: 


The case last mentioned involved the validity of demurrage 
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charges on shipments subjected to constructive placement, where 
no written notice either of arrival or of such placement was sent to 
the consignee, who, however, had actual notice. On the authority of 
Davis vs. Henderson, supra, in which it was held that a tariff rule, 
requiring written notice, could not be waived, we found that the 
charges there in issue were inapplicable and awarded reparation. 


In Nassau Lumber Co, vs. L. I. R. R. Co., 144 L. C. C. 267, 
while the point was not in issue the statement was made by 
the Commission that both written notice of arrival and notice 
of constructive placement was sent or given by the carrier. 
However, under the decisions of the Commission in Wroe vs. 
L. & N., 144 I, C, C, 21, and Reed-Dawson Co. vs. F. E. C. Ry. 
Co., 152 I. C. C. 627, the Commission holds that a written 
notice of arrival is not necessary where the cars are placed 
on a portion of a track or tracks assigned to the use of the 
consignee in accordance with Section C of Rule 4 and Note 1 
of Section D of Rule 3. In the latter case the Commission said: 


The evidence shows that that portion of the track adjacent to 
complainants’ was used exclusively for complainants’ cars; that de- 
fendant was prevented from placing them on the assigned portion due 
to causes attributable to complainants; and that complainants’ agents 
signed for arrival of the cars on the unleased portion of the track; 
and that that portion of the track upon which the cars were placed 
and upon which demurrage charges were collected was “other-than- 
public-delivery”’ track. We conclude that the delivery of the cars on 
this track constituted notification as required by Rule 4, section C, 
and that under rule 3, section D, notes 1 and 2, written notice of ar- 
rival was not required to constitute constructive placement. 


Tariff Interpretation—Rating in Exception Sheet Inapplicab'e 
Unless Rate Tariff Publishes Rates on Rating Prescribed in 
Rate Tariff 


New York.—Question: Will you kindly explain to us what 
rating would apply on a shipment under the following condi- 
tions? 

On October 1, 1933, we forwarded a less than carload 
shipment of candy from Chicago, Tll., to Punxsutawney, Pa. 
Rates applicable in connection with this shipment are pub- 
lished in Agent Galligan’s Tariff I. C. C. 217. This tariff is 
governed by the exceptions to the classification, as published 
in Agent Jones’ Tariff 130-V, I. C. C. 2627. The exception in 
the above tariff provided for a rating of 67 per cent of first 
class, but they have come to us at this time for additional 
freight charges, stating that it was discovered, when the way- 
bills were revised, that while candy was entitled to class 67 
in Agent Jones’ Exception 130-V, I. C. C. 2627, for some reason 
Agent Galligan’s Tariff 13-B, I. C. C. 217, did not make pro- 
vision for rates on class 67. 

The carriers maintain that the legal basis for settlement of 
freight charges would be the second class rate, as provided 
in Consolidated Freight Classification No. 7. We do not know 
on what authority they assess a second class rate, instead of 
class 67. It seems to us the carriers were negligent in not 
publishing rates on class 67 in the class rate tariff. 

Answer: Whether or not the carriers were negligent in 
failing to publish rates on class 67 in Agent Galligan’s Tariff 
13-B, I. C. C. 217, as a matter of tariff interpretation the sec- 
ond class rate is the applicable rate in the absence of a class 
67 rate from the point of origin to the point of destination of 
the shipment. 

The publication of a lower rating in the classification ex- 
ceptions than is provided for in the classification proper is 
of no effect, unless the tariff governed by the classification 
exception provides rates on the class which corresponds to 
the ratings published in the classification exceptions. See the 
Commission’s decision in Swift & Co. vs. T. & P. Ry. Co., 88 
I. C. C. 610, the principle of which is, in our opinion, applicable 
to the facts in the present instance. 

See, also, Maxwell’s Sons Commission Company vs. St. L.- 
S. F. Ry. Co., 128 I. C. C. 725. 


Railroad Pension Act—Application of 


Indiana.—Question: In the July 7 issue of The Traffic 
World an explanation was given regarding the Frazier-Lemke 
Act, or the Railroad Pension Law which provides for annuities 
for railroad employes reaching the age of 65 or completing 30 
years of service. 

The question has arisen as to the status of an employe who 
has been laid off for an indeterminate period but subject to 
recall. For instance, we state a specific case: 

A station clerk was employed by a certain railroad on Sep- 
tember 1, 1918, and was in their employ steadily until March 
15, 1932, when he was laid off but subject to recall when 
needed. He was recalled during a vacation period at another 
station on the same railroad and worked from August 1, 1933, 
until September 15, 1933. He is subject to recall. He will 
be 65 years old on the 25th of November next. 

Should his status be considered the same as continuous 
employment or will it be necessary to work for a period before 
being eligible for the annuity. 
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as services to all ports of the 
world. 


ur careful, efficient handling of 
your shipments insures prompt 
dispatch. 


se our Port when routing your 
cargoes. 


ave time and money by using 
our modern facilities. 


he World's largest Cotton Port 
and the 3rd Export Port in the 
United States. 


rganized personnel to assist you 
on any shipping problem. 


ame Houston as your Port when 
making your next shipment. 


NEWS FLASH: Largest consignment of 
cottonseed oil to be moved from Houston 
was aboard the American tankship Eliza- 
beth Kellogg when she sailed from here 
recently with approximately 5000 tons of 
this commodity for the Pacific Coast. 


J. Russell Wait 


Director of the Port 








Answer: Paragraph (b) of Section 1 of the Railroad Pen- 
sion Act reads in part as follows: 


The term “‘employe”’ means each person in the service of a carrier, 
subject to its continuing authority to supervise and direct the man- 
ner of rendition of his service, who has been in such service within 
one year before the enactment hereof, or who after the enactmnt 
hereof shall have been in such service. 


It is our opinion that the station clerk to whom you have 
reference, not having been discharged from the employ of 
the carrier, but having been subject to its continuing au- 
thority to supervise and direct the manner of rendition of 
his services within one year before the enactment of the Rail- 
road Pension Act, is subject to retirement on November 25, 
1934, on which date he will reach the age of 65 years. 


State Versus Interstate Traffic—Shipment Moving Between Two 
Points in New Jersey Via Route Involving Flat Service on 
the Hudson River 


New York.—Question: The writer would appreciate your 
answer to the following: 

Shipments were made between two points in the state of 
New Jersey via Jersey City, Float-Hudson River-Weehawken. 
Freight charges were paid on the interstate rate and the car- 
rier now demands charges on the intrastate rate, which is 70c 
higher than the interstate rate. 

It is our contention that the charges were properly paid 
on the interstate rate. The information we have is that the 
center line of the river is the dividing line between the two 
states, but the state of New York and the state of New Jersey 
by the Treaty of 1834, confirmed by an Act of Congress, gave 
jurisdiction over all the waters of the Hudson River and all 
the land under the river from the center line to the low water 
line on the New Jersey Shore to the state of New York. We 
do not locate for what purpose this treaty was made. How- 
ever, the carrier claims this was only made for fire and police 
purposes. 

It is our belief that the states have the right to fix their 
boundaries by treaty and in this case for commerce as well as 
for other purposes, the boundary between the two states is the 
low water mark on the New Jersey shore. It would otherwise 
be impossible, due to river traffic and the unevenness of the 
shore line, to determine when the center line is crossed. 

The carrier has in another case held that a shipment tak- 
ing a higher rate interstate than intrastate moving between 
points in New Jersey by lighter via Hudson River to be inter- 
state in character and advised us that there is a difference 
between lighter and car float which makes the car float move- 
ment intrastate and the lighter movement interstate. 

What difference is there between car float and lighter that 
would make the character of one intrastate and the other 
interstate, both moving via the Hudson River? Can the car- 
rier demand additional charges without giving authority, other 
than tariff authority, where the character of the commerce is 
involved? Both intrastate and interstate tariffs provided for 
routing via float between the points involved. 


Upon whom does the burden of proof rest where the car- 
rier claims additional charges of this nature? 


Answer: We have endeavored to locate an opinion of 
the Commission or a decision of the courts which will definitely 
determine the question you raise, but with the exception of 
two decisions of the courts we have been unable to locate cases 
which have a definite bearing upon the question. The two cases 
to which we refer are Lord vs. Steamship Company, 102 U. S. 
541, and Wilmington Transportation Company vs. Railroad Com- 
mission of California, 236 U. S. 151, 35 S. Ct. 276. 


The latter case relates to the regulation of the charges 
for the transportafion of goods and passengers between San 
Pedro, Calif., on the mainland, and Avalon, on Santa Catalina 
Island, both of these places being within the county of Los 
Angeles in the state of California. 

The Supreme Court in this case held that the Railroad 
Commission of the state of California had, in the absence of 
any action by Congress, the power to regulate the charges for 
this transportation service. 

In Wilmington Transportation Co. vs. R. R. Commission of 
California, supra, the court said: 


Relying upon Lord vs. Steamship Co., 102 U. S. 541, the plaintiff 
in error contends that transportation over the high seas is ‘‘commerce 
with foreign nations’ in the constitutional sense. (See Lehigh Valley 
R. R. Co. vs. Pennsylvania, 145 U. S. 192; The Abby Dodge, 223 U. 
S. 166, 176). But if it be assumed for the present purpose that the 
power of Congress extends to the subject of this controversy, the fact 
remains that the power has not been exercised. The provisions of 
the Federal statutes relating to vessels do not go so far, and the In- 
terstate Commerce Commission has not been authorized to prescribe 
rates for water transportation unconnected with transportion by rail- 
road, 36 Stat. 539, 545. In this aspect, the question is whether the 
mere existence of the federal power, that is, while it is dormant, pre- 
cludes the exercise of state authority to prevent exorbitant charges 
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HERE’S A FRANK BID FOR YOUR PLANT AND WHY 


Industry’s new rules make more necessary than 
ever every possible natural factor to cut produc- 
tion and distribution costs. In wealth of natural 
resources, manufacturing economies, nearby mar- 
kets, and transportation, no similar area offers so 


much as the Chesapeake and Ohio territory. 
Here’s our story: Immense reserve deposits of 
coal, oil, gas, limestone, glass sand, iron ores, tim- 
ber, and other basic products . . . high-grade fuels 
. cheap power .. . low construction costs ... 
native building material of all kinds produced by 
local industries from native raw materials. 


A trained and experienced 
labor supply, 96% Amer- 
ican born . . . stable and 
efficient production. 








Chesapeake and Ohio operates in the very heart 
of the country’s finest markets. Eighty-five per 
cent of the nation’s total popuiation is in the east- 
ern half of the United States. Fast freight trains 
and the finest fleet of air-conditioned passenger 
trains in the world provide efficient, convenient 
transportation between manufacturer and cus- 
tomer. 

For the modern pioneers who choose new fields 
of operation with an eye to natural economies, 
Chesapeake and Ohio land is made to order. Com- 
plete, detailed, factual material relating to your 
specific industry will be furnished on request. 
There is no obligation. 


GEORGE D. MOFFETT 
Industrial Commissioner 


Richmond, Virginia 
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Are many of your 
customers orders marked 


<RUSH!°? 


Speed in delivery is one of the most important 
things to the sales department in this year of 
1934—when every buyer is surrounded by a 
swarm of competing salesmen. 





We can help you. Ship through Peoria—the 
P. and P. U. Ry. is the interchange agency 
between fourteen trunk lines there—and the 
transfer of freight between these lines is only 
@ matter of a few hours. The hours saved at 
Peoria may lengthen to days gained at destina- 
tion by virtue of early connections made at 
other points. There is no interchange delay 
at the Gateway City. 


Route your freight via 


PEORIA GATEWAY 
and P. & P. U. RY. 


For information write 
E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois. 


PEORIA anv PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 
iinels Central R. 


Costa pette Union Ry. Ce. 5 

. a. iiinele Terminal A. KR. System 
Soressens, Vepets § Senta Fo Ry. inland Waterways Cerperation 
Chieage Reriineton a & Quincy R.A Minneapolis & St. Louis R. R. 
Chieage & iMinels Midiand Ry. New York, Chicage & St. Loule R. A. 
Chicago, Ry. Pennsylvania Raliread 

Cleve., Gin., Chi. & St. Leuls Ry. Peoria Terminal Raliread 

(Peerla a Eastera) Telede, Peoria & Western FR. R. 
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with respect to this traffic which has its origin and destination within 
the limits of the state. 


In United States vs. John, 275 Fed. 234, in which case 
Judge Learned Hand, judge of the district court, Southern 
District of New York, construes the decision in the Wilmington 
Transportation Company case, 236 U. S. 151, the court said: 


In Wilmington Transportation Co, vs. California Railroad Com- 
mission, 236 U. S. 151, 35 S. Ct. 276, the court had before it the regu- 
lation of commerce by sea from a point on the mainland of California 
to the Island of Santa Catalina, also a part of the state, the carriage 
being for 20 miles upon the high seas. It was argued that so much 
as was on the high seas was interstate commerce, and that the rates 
could not therefore, be regulated by the state Commission, but the 
court said that as the Interstate Commerce Act (24 Stat. 379) did not 
attempt to prescribe rates for water transportation, and as Congress 
had not therefore exercised its power, the state might still regulate 
the rates for the whole transit. Although the opinion did not decide, 
it strongly intimated that, in case Congress should choose to regulate 
such commerce, it would be within its power to do so in spite of the 
fact that both termini were in the same state, and it was so ruled in 
Lord vs. Steamship Co., 102 U. 8S, 541, 26 L. Ed, 224. 


We doubt whether the treaty between the state of New 
York and the state of New Jersey, to which you refer, has 
any bearing upon the question. Furthermore, we see no ground 
for distinguishing between a movement by lighter and a move- 
ment by car float in determining whether traffic is state or 
interstate in character. The route which involves a movement 
by lighter is a break-bulk route, while the car ferry route is 
an all-rail route, but whether a route is interstate or intra- 
state in character does not, in our opinion, depend upon 
whether the transportation by water is by lighter or by car 
float. 

The Commission has held that even though the origin 
and destination are in the same state, if the shipment moves 
out of the state while in transit, the interstate, and not the 
intrastate rate, is applicable. See Benj. Clayton vs. Pac, Elec- 
tric Ry. Co., 168 I. C. C. 375, and Coltexo Corporation vs. A. T. 
& S. F. Ry. Co., 168 I. C. C. 597. 

The principle of these cases are applicable, in our opinion, 
in the present instance, if the movement by water was a trans- 
portation service beyond the limits of the state of New Jersey. 





Personal Notes 





Reyford Bond, attorney, Chickasha, Okla., has been appointed 
a member of the Oklahoma commission, succeeding Paul A. 
Walker, who resigned to become a member of the Federal Com- 
munications Commission, 

W. F. Land has been appointed traveling freight agent, 
Southern Steamship Company, with headquarters in Fort Worth. 
He was formerly general agent, Fort Worth and Denver, having 
spent about fourteen years in that capacity, at various Texas 
points. 

B. A. Worthington, president of the Cincinnati, Indianapolis 
and Eastern Railroad before his retirement ten years ago, died 
in Los Angeles July 18, He was seventy-two years old and, 
among other positions he had held with railroads, were those 
of president of the Chicago and Alton and receiver for the Wheel- 
ing and Lake Erie. He was a brother of W. A. Worthington, 
vice-president of the Southern Pacific, San Francisco. 

The Cowlitz, Chehalis and Cascade Railway has been reor- 
ganized, terminating its receivership, with the following officers: 
President, Arthur A. Murphy, Seattle; vice-president, H. B. Earl- 
ing, Seattle; secretary, S. J. Henry, Seattle; treasurer, D. T. 
Coffman, Chehalis, Wash.; general manager, M. B. McBride, 
Chehalis; board of trustees, Messrs. Murphy, Earling, Henry and 
Coffman, also L. C. Gilman, Seattle; W. E. Coman, Seattle, and 
J, F. Snyder, Aberdeen, Wash. 

Promotions among freight traffic officers of the Southern 
Pacific Company, effective August 1, have been announced by 
J. T. Saunders, vice-president in charge of system freight traffic. 
W. W. Hale, general freight agent, with headquarters in Port- 
land, Oregon, becomes general freight traffic manager of South- 
ern Pacific lines in Texas and Louisiana, succeeding C. S. Fay, 
vice-president and traffic manager, who retires on pension, Her- 
man W. Klein, general freight agent at San Francisco, moves 
in the same position to Portland, where he will have charge of 
freight traffic matters on the company’s lines in Oregon and 
will direct solicitation activities throughout the northwest ter- 
ritory. Klein will be succeeded in San Francisco by D. J. 
McGanney, assistant to the vice-president in charge of system 
freight traffic, Who takes charge of the company’s central dis- 
trict, which includes northern and central California, Nevada, 
and Utah. A. I. Hoskins advances to McGanney’s former posi- 
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ORIENT 


China and the Philippines. 


1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


UNITED FRUIT 


GREAT 
WHITE 
FLEET 





BETWEEN 


AND 


bills of lading to all points. 


1001 Fourth S&t., 
San Francisco, Calif. 
Long Whart, 

Boston, Mass. 








IT’S A LONG 
WAY T0 THE 


Why make it longer by shipping over a 
long route? Ship over the 
—Seattle—on American Mail 
dent Liners. This will save time for your 
oriental customers and they will 
ciate your thoughtfulness. A fast liner of 
the American Mail Line leaves Seattle on reg- 


ular, dependable schedule every other Satur- 
day; one arrives in Seattle every other Tuesday. 


In addition, a fleet of fast cargo liners with 
frequent sailings augments this service to Japan, 


For information, apply desk No. 6 
RR ee eee New York 


General Freight Office 
740 Stuart Building................Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





ANY 






Regular Freight and Passenger Service 
New York, New Orleans, Boston and San Francisco 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 


Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 8, North River, New Yerk, N. Y. 
ttt W. Washington St., 
Chieage, Iii. 


821 St. Ohartes St., 
New Oricans, La. 


General Offices: One Federal Street, Boston, Mass. 
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tion. J. L. Fielding is promoted to assistant to the freight traf 
fic manager in charge of rates and divisions, and F. C. Nelson 
becomes assistant general freight agent at San Francisco. 

The Lackawanna announces the appointment of George 
Herbert as assistant freight traffic manager. He has also been 
promoted from assistant to vice-president to vice-president. R. 
G. Carlson, traffic representative in Iowa, has been promoted to 
commercial agent, Chicago, succeeding C. B. Signer. G. C 
Howe, of the Kansas City office, has been transferred to Iowa 
He will live in Cedar Rapids, though his headquarters will be 
Chicago. E. T. Dries has been transferred from Chicago to Kan 
sas City, to succeed Mr. Howe. C. D. Allen has been moved 
from the Toledo office to Chicago to assume the former duties 
of Mr. Dries. 

W. C. Ragin has been appointed eastern traffic manager, At 
lantic Coast Line, with headquarters in New York. 

W. S. Loudermilk has been appointed general traffic agent, 
Florida East Coast Car Ferry Company, with headquarters in 
Havana, Cuba. R. K. Parsons has been appointed assistant gen 
eral freight agent at St. Augustine, Fla., succeeding H. H. Simms, 
resigned, to enter the service of another company. 

A. M. Bastress has been appointed general freight and 
passenger agent, Maryland and Pennsylvania Railroad, Balti 
more, Md. 





Doings of the Traffic Clubs 





At the meeting of the Traffic Club of Jacksonville at the 
Mayflower Hotel July 9 members pledged their support to a 
drive to raise funds to continue the Florida exhibit in the Hall 
of States, A Century of Progress, Chicago. John E. Cecil, as 
sistant to the general manager, Florida World's Fair Commis 
sion, was the speaker. The eighth annual golf tournament will 
be held at the Ponte Verde Golf Club, Jacksonville Beach, July 
28. A chicken dinner will be served in the evening. 


The sixteenth annual outing of the Worcester Traffic Asso 
ciatiton, held at the Wachusett Country Club, West Boylston, 
Mass., July 12, was the largest of its kind in the history of the 
club, with more than one hundred and fifty industrial and rail 
road traffic men in attendance. There was a golf tournament 
and program of other sports. 


At its dinner meeting at the Athens Athletic Club July 17 
the Traffic Cllib of Oakland had as its speaker Professor Robert 
Sibley, executive manager, Alumni Association of the University 
of California. 


The annual summer outing of the Traffic Club of New York 
will be held at the New York Athletic Club, Travers Island, Pel- 
ham Manor, July 26. There will be golf, a baseball game be- 
tween shippers and carriers, swimming and other sports, and 
dinner. 


At a luncheon of the Washington Transportation Club at 
the Hotel Raleigh July 19 Dr. A. P. Wilson spoke on “Transpor 
tation in Australia.” 

There was an attendance of one hundred and ten at a 
“family picnic” of the Traffic Club of Salt Lake City at the 
Lagoon July 13. There was swimming, dancing, and special en 
tertainment for the children. 

The next meeting of the Women’s Traffic Club of Los 
Angeles will be held at the Pacific Electric Building July 18 
R. E. Chadwick, of the National Recovery Administration, will 
talk on “Cooperation with the NRA” and there will be an address 
on “The Situation at the Harbor” by Harold Smith, president, 
Los Angeles Steamship Association. 


” 


An “old fashioned barbecue,” with a program of music and 
athletic events, will be staged by the Transportation Club ol 
Peoria at Luthy’s Grove July 26. The affair will be free for 
members whose dues are paid. 





Members of the Traffic Club of Baltimore have been invited 
by John M. Ogden, business manager of the Baltimore Orioles, 
to be his guest at a baseball game between the Orioles and 
Montreal July 25. The club will be the guest of the Baltimore 
and Ohio July 30 on a business inspection trip of the Baltimore 
terminal. Luncheon will be served on a special train. The an- 
nual moonlight excursion of the club will be held aboard the 
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MOoOoREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA and BALTIMORE to MOBILE 
From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIMORE, NEW BEDFORD and BOSTON 
From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 
From TAMPA to PHILADELPHIA and BOSTON 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg 
BALTIMORE, Seaboard Bids. NEW ORLEANS, Whitney Bonk Bidg 

OSTON, 75 State Street TAMPA, 512 E. Lafayette St. 
CHICAGO 503 Marquette Bids. DETROIT, 556 Book Bids. 
BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver — 
pe We Railway Exchange Bidg. ROCHESTER, 1408 Temple ade. 

HIS, Cotton ceeenee S e Bidg. HOUSTON, ‘State National Bank Bidg. 

CORPUS CHRISTI, Nixon Bidg MOBILE, Merchants Bank Bidg. 


QUAKER LINE 


Regular Intercoastal Service 


Between 


“Ship With Confidence” 





Serving Illinois and 
the Southwest. 
Twelve terminals to 
serve you. 


DECATUR CARTAGE CO. 


222 North Bank Drive CHICAGO 





General Merchandise— Cold Storage 
Warehouse 


WAREHOUSING — DISTRIBUTION — FINANCING 


; New York, Albany, Philedelphie, Norfolk, Baltimore 
Cargo-Handling Freezers end 
Rail-Lake and Barge Coolers Cristobal (Canal Zone), San Diego, 


Terminal Auto Dealers Los Angeles, San Francisco, Oakland, 
96 Car Track Warehousing Alameda, Portland, Seattle and Tacoma 


Capacity i: — Service For Rates, Schedules and other particulars apply 


2000 Feet Private a eens Factory Q U A K E =| LI N E 


en ~ Ff AMERICA 
17 Battery Place, New York 


Dock ce 
Storage-in-Transit 
ALBANY—D & H Building CHICAGO—327 So. Le Selle St 


TERMINALS & TRANSPORTATION CORPORATION PHIL ADELPHIA—The Bourse PITTSBURGH—Gull Building 
HARBOR TURNPIKE BUFFALO, N. Y. PATTIMORE terme Dalaman DAYTON, OFiO-1® Riverdale St 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 








Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
d From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


It's the 


“Follow Through” 
that Counts 





ill 


Ss 


nd 
ol 
or 


ed 
PS, 
nd 


re 
re 
1n- 
he 





Low Rates 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 
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The New 
TRAFFIC DICTIONARY 


Third and Revised Edition 


To be of maximum value during this 

period of change and readjustment 

a copy of this book should be in 

your hands as early as _ possible. 

(Actual Size, 44% x 6 inches); Handsomery Bownd and Gold 
Stamped 

A copy is yours until the balance of the present edition is exhausted. 


$1.00 with order, or we'll enclose bill for $1.25 with the book. 


_ SHIPPING SERVICE ORGABIZATION &"="%Eq*yb Ee" 


NEW YORK 








224 Pages 


| es 


Serving Directly 
thousand of cities and 
towns in nine middle 
western states, includ- 
ing Illinois, Wiscon- 
sin, Michigan, Minne- 
sota, lowa, Nebraska, 
North Dakota, South 
Dakota and Wyoming. 
Direct connections 
with California and 
the Pacific Northwest. 


. in railroading as well as in 
golf. NORTH WESTERN always 
“follows through.” Every ship- 
ment is given the attention it 
should have, thanks to a trained 
personnel, modern equipment 
and up-to-date facilities. 


Have you a shipping problem to 
solve? We have cooperated with 
many a shipper in finding the one 
best way for handling his ship- 
ments. Perhaps we can help you. 


Ship and Travel via 2117 


CHICAGO & NORTH WESTERN RY. 
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Wilson Line steamer “City of Delaware” July 27. Talking pic- when there will be a group of ball players at the club for lunch- 
tures will be displayed on the boat, there will be dancing, and eon and some speaking, and a delegation from the club will go to 
other entertainment. Conveniences to be found at the perma- Wrigley Field and see the Cubs play the Cardinals. 

nent quarters of the club in the Lord Baltimore Hotel are out- — 
lined in an announcement urging members to make use of them. The Junior Traffic Club of Chicago will hold a 
ment at the Tam O’Shanter Golf Club July 26. 


x 


BEES 5 


golf tourna- 


“Sailors’ Day” will be observed by the Milwaukee Traffic — — a 
Club July 28, when it will make a trip to Ludington, Mich., on PIPE LINE INVESTIGATION 
} the Marquette carferry. An interesting program is promised Owing to the institution by the Commission of an inquiry 
and a large attendance is anticipated. into pipe line rates, No. 26570, reduced pipe line rates and 


<a 


outing of the Jamestown Traffic Club 
Park on Chautauqua Lake August 9. 

At a luncheon of the Traffic Club of Chicago at the Palmer 
House July 24 John S. Burchmore, who represented the Na- 
ttonal Industrial Traffic League in the investigation into intra- 


gathering charges, two sixth section permissions to publish re- 
duced pipe line gathering charges on less than statutory notice 
granted to the Pan American Pipe Line Co. and the Arkansas 
Pipe Line Corporation have been rescinded. It is understood that 
while the investigation is pending permits to make changes in 
pipe line rates may not be expected by applicants except upon 
strong showing of necessity therefor. Both companies alleged 


The annual summer 
will be held at Midway 
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plant switching charges and other terminal services, ex parte that they were asking permission to make the reductions on 
104, part 2, will discuss the case. August 2 will be baseball day, less than statutory notice on account of what had been done by 
i other pipe line companies, the tariffs the Commission refused 
tH to suspend (see Traffic World, July 7, p. 15). 
A ’'M A PACKING and “- ry 
; CAR SURPLUS REPORT 
SHIPPING SPECIALIST The average daily surplus of freight cars in the period 


was 337,606, as compared with 348,904 cars 
according to the car service division of 
It was made up as follows: 


June 15-30, inclusive, 
in the preceding period, 
the American Railway Association. 


Here’s proof that my pre- 


; scriptions seve money Box, 171,218; ventilated box, 1,260; auto and furniture, 27,307; 
3 total box, 199,785; flat, 10,372; gondola, 52,614; hopper, 41,070; total 
‘4 My STRAP-BOOK, shows ‘before and coal, 93,684; coke, 684; S. D. stock, 19,574; D,. D. stock, 3,014; re- 

} Ape of numerous cases which | have taken care frigerator, 9,430; tank, 296; miscellaneous, 667. 
Tease clinic where | diagnose diffi- Canadian roads reported a surplus of 24,276 box, 1,081 auto, 


1,130 flat, 408 gondola, 392 S. D. stock, 588 refrigerator and 624 


4 ness to protect their merchandise against shipping sickness. miscellaneous cars. 
ql The fine 0 of dite Stosistren notte, bo of mine Is thet b --- 
: is not on ess asant to ta 
Hy, in Seec aaa ivchebe je ete nyt oo FASTEST PASSENGER RUN 
He 4 Y= need a goer gt My STRAP-BOOK fe What is said to be the fastest scheduled run between any 
ae your rtment— —S No obil oo two points in this country was inaugurated, July 15, by the 
money and wouble. Write fer Chicago and North Western and the Chicago, Milwaukee and St. 


DOC. Steelstrap 


ACME STEEL COMPANY 





Paul, between Chicago and Milwaukee. These two lines placed 
trains in service that make the 85-mile run between the two 


save 


You Need this book! 


@ Have you often wished you knew the real “low-down”—the author- 
itative facts—about getting a better job and bigger pay in transporta- 
tion work? Then you will welcome our free copy of “Opportunities in 
Traffic Management”, . . a comprehensive, 64-page, illustrated survey 
of this vital subject, and of how to win to $3,000-$5,000—$7,500 and 
even higher-salaried executive jobs by thescientific way of expert, spare- 
time training. It shows you how, definitely, to get from where you are 
to where you want to be—in a field of more and bigger possibilities 
than ever! Hit-or-miss learning by slow “‘experience’’ while the years 
fly by, is replaced by specific, step-by-step instruction in every phase 
of traffic management that in the quickest time qualifies you for bigger- 
pay work. This is the direct route many have taken from clerkships 
and commonplace routine to managerships that only ability com- 





cities in 90 minutes, cutting the best time formerly made by fif- 
teen minutes and averaging 56.66 miles an hour for the trip. 
The “Pacemaker” of the North Western made its initial trip on 
the new schedule in five minutes less time than was called for 
and the Milwaukee train was said to have had no difficulty in 
meeting the new demand for speed. A maximum of seventy-five 
miles an hour is attained by the trains on open stretches, accord- 
ing to officials. 


DOCKET OF THE COMMISSION 


July 23—Brunswick, Ga.—Examiner Shanafelt: 
okese— Jacksonville Chamber of Commerce et al. 
July 283—Argument at Washington, D. C.: 
1. & S, 3966—Absorption of switching at Butte, Mont. 
July 23—Washington, D. C.—Examiner Prichard: 

Finance No. 10534—Application W. V. Griffin and H. W. Purvis, as 
receivers of the Ga, & Fila. R. R., for authority to continue con- 
trol of the Statesboro Northern Ry. by lease. 

July 24—Washington, D. C.—Examiner Weems: 
26512—-Blackwood Coal & Coke Co., J. L. Osler, 

Interstate R. R. et al. 

24—Argument at Washington, D. C.: 

vs. B. & O. R. R. et al. 





vs. A. & W. P. et al. 


receiver, et al. vs. 


Jul 
26087—-Warner Chemical Co. 


; mands! Does such a future appeal to you? If so, write today for this ? o008/—Hans Rees’ Sons, Inc., ve., B. %,0. R. R, et al. 

7 ; ; + ; H $ HY s uly ashington, ° .—thxaminer ams: 

booklet. There is no obligation, and you will find it highly interesting. |. & S. 3993—Ege trays from Waterville, Maine. 

M s . F) 24—Washington, D. C.—Examiner Brennan: 

: Dept. 7%5-TA LaSalle Extension University Chicago, ill. 24957 and Sub. 1—Christian Feigenspan vs. D. & H. R. R. Corp et al. 
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?CROOKS TERMINAL WAREHOUSES: July Be Denver Golo -“esaminer Howell: a sagas agrhity > tg 
3 Storage and Distributing of Merchandise of Every Description : Jul 26-"Washington, I> C—l ing and weighing wool in the west. 


I ahehetehalaeheelatehehaehaleehaleelaahehehelchchelehtalelelalbelellale leet blhtte blll bbb tbl btb bie July 24—Washington, D. C.—Examiner Prichard: 
1? . 4 Finance No. 3459—Control of Stephenville North & South Texas 
i Merehandise Storage 7.323558 cues 
ak : . July 25—Salt Lake City -Saeamaaner Stiles: 
* : s 1. & S, 3971—-Honey from Rocky Mountain States to W. T. L. points. 
; : Most Modern Warehouses in $ July 25—Washington, D. C.—Examiner Trezise: 
f . Chi K Gi 5 we See receiver, Continental Coal Co. et al. vs. 
Bs : . A, © Ze ty. et al. 
if : icago, Kansas City and Los Angeles : 25670—Robert @. Hill, Frank R. Lyon, and Howell Fisher, domicilary 
, 


Examiner Witters: 





' TTT ririiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiit tity 2 —Weyerhaeuser Timber Co. vs. Penna R. R, et al. 
i 23381—Boydton Manufacturing Co., Inc., et al. vs. Southern Ry. et al 
SE iiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiiii ttt tty 1. & S. 3952—Lumber-North Atlantic ports to western points. 


Fourth Section Application No, 14984—filed by W. S. Curlett and B 
T. Jones, agents. 

Fourth Section Application No, 15126—filed by J. E. Tilford, agent. 

ony 26—Salt Lake City, Utah—Examiner Stiles: 

ourth Section Applications 14080 and 15321—RKates on sugar, beet or 
cane, from San Francisco and Crockett, Calif., to points in IIL, 
Mo., la., Ind., and Wis, 

Fourth Section Application 15321—Rates on sugar, beet or cane, 


TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 





TRAFFIC COUNSELOR and from San Francisco and Crockett, Calif., to points in Ill, Mo., Ia., 

Interstate Commerce and State Commission Cases an bp Applicati 15338—s nese t 8 
ur ection p ation 5—Sugar, beet or cane, from San 
Departmental Service Commerce Francisco and Crockett, Calif., to Chicago, Ill., St. Louis, Mo., 


Milwaukee, Wis., and related points via routes through Texas. 

Fourth Section Application 15481—Sugar from Colorado, Neb., Wyo., 
Kan., Utah, Idaho and Mont., to destinations in Wis. 

Fourth Section Application 19516—Sugar, beet, from California points 
to points in Ill, Ind., Ia,, Mo. and Wis. 

Fourth Section Applications 15539 and 15561—Sugar, beet or cane, 
from San Francisco and Crockett, Cal., to Ill, Mo., la., Ind., and 
Wis. 

Fourth Section Appin. 15542, sugar, beet or cane, from Colo., Wyo., 
Kans., Utah, Idaho, Mont., to Chicago, Ill., Milwaukee, fis., 
Peoria and Springfield, Ill., St, Louis, Mo., and other points. 

Fourth Section Appin. 18547 sugar, beet or cane, from Kans., Neb., 
— Wyo.,* Utah and Idaho, to southern Illinois and Paducah, 

y. 
Fourth Section Application 15623—Sugar from Kan., Colo., Neb., 
Wyo., Utah, Idaho, etc., to destinations in Ky., Tenn. and Miss 
July 30— Omaha, Neb.—Examiner Howell: 
Kor 273—Lane Lumber Co. et al. vs. A. & S. R. R. et al. 
July 30—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15622—Filed by W. S. Curlett, agent. 


CHANGE IN DOCKET 
Hearing in No, 25648, Coughlan-Rogin Co. et al. vs. D. & R. G 
W. R. R. et al., assigned for July 21, at Denver, Colo., before Ex- 
aminer Howell, was postponed to date to be hereafter fixed. 


815 Mills Bldg. ‘ 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


Experts 643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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A geometric principle 
makes 
tariff finding easy 


@ One of the first rules we learned was 
that a straight line is the shortest dis- 
tance between two points. It is also 
the quickest—when the way is clear. 









WANTED—Freight solicitors and individuals with shippers’ con- 
tact, who desire to build up an independent income incidental to their 
present activities. Write Frizzell & Co., Drexel Bldg., Philadelphia, 
Pa., for details. 







We Bind The Traffic World 


ARERR a 
tn Best Grad Baciva fer 2:55 Per Volume (08 Nantere) 







@ Open a drawer of an Automatic 
Tariff File and there is a clear, straight 
line from your eye to the exact location 
of the tariff you want. Automatic Files 
are designed that way. Whether tariffs 
are going out or coming in the chances 
of mistakes are nil. 







Prompt ty Work Guaranteed 
bind All of Publications 


The Book Shop Bindery 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


% 






@ And remember, because 
of one of the patented fea- 
tures of Automatic Tariff 
Files, you can fill a drawer to 
its capacity and still get tariffs 
out and in easily. This gives 
a drawer 25% more usable 























capacity than in an ordinary file. Practicing peste 0 de Deen 
@ All you have to do to get the inter- Formerly Attorney and Examiner 
esting details of the construction of this before the Interstate Commerce Commission 






file is to drop us a line—no obligation Transportation Bldg., Washington, D. C. 


involved. 






INTERSTATE 
COMMERCE H. D. DRISCOLL 


Commerce Counsel and Attorney 
COMMISSION Southern Building 


WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 
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er ""  -rom—Stamlord, South Nerwalk, Bridgepert 













Traffic Department 


AUTOMATIC FILE & INDEX CO. 


629 W. Washington St. Chicago, Ill. 






























THRU RATES werreson]® __tmaue Esriee tees Lenton aad Heswies, Caan 
8 
Dawauay mrom Cor ———Boar tines esere Poenes sow iw 
yo 4 = Trven 4 1wes 20s 


To—C. F. A., W. T. L,, Inter-Mountain, 
Carolinas, Seuth and Southwest 
_CLYDE, OLD DOMINION, SAVANNAH, 
Via—TALLGRY 2nd MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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DIRECT 
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July 21, 1934 





A complete 
and efficient 
line of 


Industrial Tractors 


REAT CHANGES are taking 
G place today in the applica- 
tion of mobile power to indus- 
trial need. In this field Interna- 
tional Harvester has done much 
modern pioneering during the 
recent difficult years. It is ready 
today with a new order of flexi- 
ble and versatile industrial 
power. McCormick - Deering 
power—wheel tractors, crawler 
tractors, power units, gasoline 
and Diesel development — is 


closely geared to the times. 


INTERNATIONAL HARVESTER COMPANY 


. . ‘ OF AMERICA 
606 So. Michigan Ave. (Incorporated) 





The Traffic World 


International Harvester is one 
of the soundest corporations in 
America—sound in engineering 
and resourcefulness, sound in its 
organization. This Company, the 
world’s largest tractor builder, 
backed by an unparalleled net- 
work of service reaching every 
community, is at your 
command. Study the 
brief MeCormick-Deer- 
ing story on this page 
and inquire of our dis- 
tributors and branches. 


Chicago, Illinois 
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NTERNATIONAL HARVESTER 
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Here is the new McCormick-Deering I-12 
ready to show these men something new 
in performance. May we demonstrate this 
tractor to you? 

See description at foot of page. 





@ WHEEL-TYPE INDUSTRIAL 
TRACTORS in four sizes. This is 
the MeCormick-Deering 1-30 and 
road grader. Highway builders 


Frases | know from years of operation 


My 
a 


what MeCormick - Deering effici- 
ency means. 


@ McCORMICK - DEERING 
POWER UNITS, in four sizes, are 
at work in every conceivable type 
of installation, driving crushers, 
gray el conveyors, pumpe; oper- 
ating elevators, shovels, graders, 
excavators, and mixers; genera- 
A tors, locomotives, and dredges ; 
working in factories, mills, mines, 
lumber, and oil camps. 


At Left: McCORMICK-DEERING MODEL 
T-40 TRACTRACTOR, cquipped with Trail- 
builder. The two TracTracTors, Models T-40 
and T-20, are by far the most accessible crawler 
tractors built. 


The T-40 TracTracTor is provided with 
t-cylinder Diesel or 6-cylinder gasoline engine. 
is designed to start easily as 
a conventional gasoline engine and is then con- 
verted almost automatically and instantaneously 
to Diesel operation. 








@ See Upper Illustration: THE NEW McCOR- 
MICK-DEERING MODEL 1-12 is a compact and 
flexible tractor only 99 inches long, about 4 feet 
wide, and turning completely in a circle of BY,- 
foot radius. Continuous operation on a gallon 
of ppee ine, or less, per hour. Here is power 
and utility of a quality hitherto unavailable, for 
speedy operation around factories and shops, 
docks, and warehouses; for municipal and park 
service; for golf courses (the new “Fairway 12°"); 
public utility, lumbering, railroading, and inter- 
plant activity. 
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Duluth Minneapolis 


USE THE M.A.T. POKER FLEET FOR YOUR EASTBOUND PRODUCE SHIPMENTS 


All the gamble is taken out of your produce 
shipments when you route them on the M.A.T. 
Poker Fleet—the “‘Ace,"’ the “King,” the 
“Queen,” the “Jack,” and the “Ten’’ are all 


new, fast, modern ocean-going vessels. 


Every second day one of these fine boats 
leaves the Duluth port and arrives at Buffalo on 
the morning of the fourth day. This perfect 
schedule never varies. That's the reason why 
every year finds more produce men shipping 
the M.A.T. way—they've learned that here's 
a service that can be depended upon abso- 
lutely—they've learned that here's a means of 
getting to market that offers very definite advan- 
tages, without a single drawback. 


When you re produce via lake and 
rail over the M.A.1. route, you make an extra 
profit on every pound—a profit that would 


4 
¢ 
q 


St. Paul 


Detroit 


Cleveland Buffalo 


otherwise be consumed in freight costs. The 
Minnesota-Atlantic Transit Company can save 
you money, because the greater distance of 
travel is on nature's highway. 


Each M.A.T. boat is equipped with modern 
mechanically controlled refrigerator equipment 
—the best that money can buy. Exact temper- 
atures are maintained to suit every type of 
product. When your shipment arrives at the 
Buffalo harbor, it is loaded Direct into pre- 
cooled cars placed alongside the dock. 


The delivery of your shipments is guaranteed 
to be made at New York, Philadelphia, Boston, 
and other eastern markets in perfect condition. 
Shipping over the M.A.T. lake and rail route 
will convince you that here is truly an ideal way 
of cutting your cost of getting to market and 
getting to market on time. 


- © 


COMPANY 


New York 


Philadelphia 
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